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Gonteibutiews. | 





The Forth Bridge. 


PITTSBURGH, Pa., Feb. i1, 1882. 
TO THE EDITOR OF THE RAILROAD GAZETTE: 

The ‘butting against nothing ” of the arches in my sketch 
of the Forth Bridge, mentioned by Mr. T. C. Clarke, I think I 
noticed as soon as he did, namely, when I saw it in print. It 
isasin of negligence that occurred in imperfect copying 
from my pencil sketch by one not used to filigrane draught- 
ing, and which I overlooked in the hurry of work when it 
was sent off. Where I intended to show a wall between the 
piers and arch-footings, which are drawn too high, there is 
shown water. The same mistake is in the cross-section. No 
braces were intended to be shown there, because of their 
variable lengths from temperature between cantilever-bear- 
ings, which from their load must necessarily be fixed bear- 
ings. A metal-brace could of course be walled in between 
arch-bearings if found advantageous. Iam afraid myself 
that the English engineers, and for that matter any engi- 
neers, would not value ‘‘ negative suggestions ” of the above 
kind very much. There are also some slight mistakes in 
type-setting and punctuation, but they hardly warrant for- 
mal correction, which however is made for the sketch. 

G. LINDENTHAL. 





The Criticism on the Forth Bridge. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

The criticism by Mr. Lindenthal, which appears in your 
issue of Feb. 3, on the design adopted for the proposed Forth 
bridge, is manifestly so unfair to the eminent engineers who 
are the authors and advisers of it that | think it should not 
remain unnoticed. 

The article in London Engineering (copied in your issue 
of Jan. 6), to which the criticism refers, states that steel 
tubes up to 12 ft. diameter will be adopted for the main 
compression members. It says nothing of the manner in 
which the difficulty of making connections with this form of 
section will be overcome. While this feature appears to me 
to be the chief objection to the tubular form of section, Mr. 
L. does not mention it. He speaks of the multiplicity of 
joints and the necessity of splicing the plates composing such 
columns to the full value of their sections ; but why this is 
necessary for the tubular any morethan for any other form 
does not appear. He refers to the danger of corrosion, 
claiming that it would be difficult, if not impossible, to get 
inside and stop it; but the tubes being 12 ft. in diameter, 
it is not very clear why there’ should’ be 
any difficulty of ~ getting inside. ‘What that 
means,” he says, ‘‘the Victoria and Britannia bridge tubes 
have proven by the costliness of maintenance.” But, as it 
happens, not only do painters manage to get inside these 
tubes, but railroad trains themselves do, and there is not 
the least difficulty of getting at everything to paint. It is 
the fact of trains with smoking engines passing through the 
tubes that is the source of all the trouble. The pent up 
smoke mingled with steam attacks and decomposes the 
paint very rapidly, and before a new coat is applied the old 
paint, at least on the Victoria Bridge, is scraped off, which 
is quite an expensive operation. The tubes in the proposed 
Forth Bridge, so far from entailing an extra expense for 
maintenance, will require less repainting on their inner than 
on their outer surfaces ; in fact, some ergineers in this 
country still continue to build bridges on the presumption 
that the paint on the inner surfaces of closed sections does 
not deteriorate at all with time. 

As to the remark, ‘‘ the open frame type proves to be the 
lighter, and cheaper too, both for bridge girders and for 
bridge towers,” no one will object, but I am at a loss to 
know what is an open-frame type if the proposed Forth 
Bridge is not, and whether we are not in the future to call 
the St. Louis Bridge and the bridges built by Clarke, 
Reeves & Co. open-frame bridges as heretofore. 

Mr. L. mentions two methods of erection of the middle 
500 ft. spans as possible, viz., either to build them out from 
the ends of the cantilevers until the halves meet and joina 
the middle, or to build the spans on shore, float them into 
position, and lift them into place. He at once dismisses this 
latter method as out of the question, because it would re_ 
quire asimultaneous lifting power of 1,600 tons (the assumed 
weight of one 500 ft. span), and while means could be 
devised to do this, they would be so very costly as to ex- 
clude them from consideration, not to speak of the danger 
to the structure from distortion or bruising during the oper- 
ation. The writer of this comment could hardly have been 
aware that as long as 32 years ago the Conway and 
Britannia tubular bridges were erected in just this manner; 
with ease and dispatch, and that in the case of the long span of 
latter bridge a simultaneous lifting power of 2,000 tons was 
exerted, without means “‘so very costly as to exclude them 
from consideration ;” in fact it was done quite economically. 
This span measures 459 ft. 3 in. in clear of masonry, 
and had to be lifted 100 ft., the actual lifting (not including 
the pauses for building up the masonry) being accomplished 
in about 12 hours. In this connection it may also be men. 
tioned that the plan of the erection contemplated by a re- 
putable American bridge company bidding on Kentucky 
River bridge included the lifting into place of the spans of 
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this bridge from near the level of the water to the top of the 
iron towers, a height greater than will be required in the 
Forth bridge. 

Having passed over this method of erection thus lightly, 
Mr. L. assumes that it is the intention of the engineers to 
adopt the other method, and speaks of the “curious simplic- 
ity ” (sic) with which it is claimed that a curved top chord is 
the most economical for the middle span. I hope the English 
engineers have applied to their design many more than the 
‘few figures” with which their critic attempts to upset it, 
and that their figures are not based on such reasoning as 
this, since tie chord strains at ends of 500 ft. span during 
the erection for a depth of truss of 40 ft. is 1,250 tons, and 
for a depth of 60 ft. 830 tons, therefore, all things consid- 
ered, 60 ft. is more economical at euds than 40 ft. 

I am unable toexplain Mr. L.’s statement that expansion 
joints at the ends of the middle spans will reduce the lat- 
eral rigidity of the structure, except by assuming a miscon- 
ception on bis part of the principle of lateral bracing usually 
adopted for cantilever bridges. They are simply in the 
same coudition horizontally as vertically, i. e., they are 
continuous girders with points of contraflexure fixed (in 
this case at the ends of the 500 ft. spans), and are as rigid, 
so far as the principle of their construction is concerned, 
horizontally as vertically. The ends over the abutments in 
the case in view will require anchoring in such way that the 
masonry will take the side pressure from wind and the up- 
ward pull of the cantilever both. 

The simple statement of the writer in Engineering, that 
no untried material will be used, in other words, that no 
steel will be employed which would not comply with the re- 
quirements of the admiralty, Lloyd’s and the underwriters’ 
registry, certainly does not merit the term ‘‘ worship of au- 
thority ” applied to it. 

In Mr. L.’s modification of the design for the bridge it is 
presumably through oversight that a bottom strut is omit- 
ted in the large central tower, and that counter-ties have 
been added in the cantilevers. A comparison of the two 
plans would only be interesting and profitable in connection 
with a knowledge of the cost, particularly so as the article 
in Engineering intimates that Mr. Barlow’s design for a sus- 
pension bridge was abandoned because the cost was found to 
be £300,000 in excess of the cost on the present plan. Fur- 
ther than this the article in Engineering is so incomplete in 
the infurmation it conveys as to the intentions of the engi- 
neers that a just appreciation of the plan proposed is not 
possible and a criticism of it hardly proper. Without wishb- 
ing to indorse this plan, even allowing that some features of 
it appear to admit of improvement, I yet desire to see the 
authors of it receive fairer and more appreciative considera- 
tion than is accorded them in the criticism in question. 

PITTSBURGH, Feb. 10, 1882, C. L. STROBEL, C. E. 








Mineral Wool for Car Floor Filling. 


New Haven, Conn., Feb. 11, 1882. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In your last number, Feb. 10, you copy from the New 
York Sun comments upon the practice of using shavings be- 
tween the floor and false floor of drawing room cars in order 
to deaden the noise and increase the warmth, in referring to 
the Spuyten Duyvil disaster in condemnation of the prac- 
tice. 

Why not use ‘‘mineral wool” for the purpose? This, as 
you probably know, is now made in large quantities in New 
Jersey from the slag of blast furnaces by the action of a jet 
of steam or compressed air, or some similar process, and is 
a commodity for sale in open market. It is cheap, non- 
combustible and a non-2zonductor of heat and sound, and 
would, I think, make an admirable substitute for the dan- 
gerous fillings which shavings have proved themselves to be. 

Epwin A, HILu. 





No. 16 CortTLANpT St., New York, } 
Feb. 13, 1882. | { 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In your issue of the 10th instant you publish a letter taken 
from the New York Sun, in which itis alleged that the rapid 
destruction of the two Wagner cars after the collision at 
Spuyten Duyvil was due primarily to the fact that the floors 
were lined with shavings. 

It is presumed that the floor boards were broken and dis- 
placed by the crash, and that the shavings, thus scattered 
about the stoves, not only quickly ignited and prevented the 
rescue of the imprisoned passengers, but wholly enveloped 
the cars in uncontrollable flames. The chief question now is, 
what will prevent the recurrence of such fires, and can the 
purposes of the shavings be accomplished by something else, 
equally effective and inexpensive. As the practice of filling 
the floors of cars with shavings has for its main recommen- 
dation the fact that they are on hand at the shops and there- 
fore cost nothing, it will be an interesting problem to calcu- 
late how many bushels of shavings are worth two sleeping 
cars. 

It would be more economical to allow the shavings to 
remain in the shops, if we have in this accident an illustra 
tion of their efficiency. 

We contend that the system of filling the floors of cars 
with mineral wool, which was inaugurated by the Pennsyl- 
vania Railroad Company in their standard car and is now 
conceded to be the best method of obtaining the various re- 
sults desired, will obviate the worst consequences brought to 
light by this recent fire. 

Three inches of mineral wool will be adequate where 
double the thickness of shavings would be considered neces- 
sary, and as every hundred square feet can be filled for six 





dollars, we feel no hesitancy in calling the attention of all 


economical people to a comparison of it with the combusti- 
ble article so generally used. 


Unitep StTaTEs MINERAL Woo. Co. 








The Two Routes to the Pacific. 


From New York to San Francisco it is a long and tedious 
journey by either of the southern routes. he country 
through Arizona and New Mexico is yet sparsely settled, the 
time required for the journey is great and the through 
travel is yet small as compared with that cf the older road. 
The cars on the Southern Pacific, it is true, are new and 
comfortable, the track is firmly laid and the roadbed is 
smooth and in good working order, but, as the trains run, 
the best scenery is passed at night, and the various conveni- 
ences for travelers are necessarily crude and incomplete. 

Kansas City being almost due east from San Francisco, the 
difference of latitude of the two cities is very slight; yet the 
general direction of the Atchison, Topeka & Santa Fe line is 
a westerly one to La Junta, a distance of 571 miles; then 
almost due south to Deming, 578 miles; whence the direc- 
tion by the Southern Pacific is a northwesterly one to San 
Francisco, 1,197 miles more. Between the starting point 
and the most southerly point on the route there is a differ- 
ence in latitude of about six degrees, and this for a difference 
of 30 degrees of longitude between the terminal points, or an 
entire distance of 2,346 miles between the Missouri River 
and the Pacific. 

The general direction of the Union and Central Pacific 
route being always westerly, and the most southerly point 
differing in latitude not more than three degrees from the 
most northerly, the way is shorter and more direct, and the 
journey becomes far less monotonous before it is ended. 
fhe entire distance from Omaha to San Francisco is 419 
miles less than from Kansas City, while from Chicago the 
distance by the Southern Pacific is 2,833 miles, as against 
2,427 miles by the northern road. 

Notwithstanding the fact that the trains on the older road 
average on the overland journey nearly two miles less per 
hour than the trains on the new, the difference in time in 
favor of the former is 13 hours from Chicago or other cities 
of the East. The traveler whe leaves San Francisco by the 
Central Pacific will find himself at Ogden in 48 hours, at 
Omaha in 103 hours, at Chicago in 128 hours, and at New 
York in 167 hours, while he who goes by the southern route 
will arrive at Deming in 56 hours, at Kansas City in 117 
hours, at Chicago in 141 hours, and at New York in 180 
hours. If the distance between the last-named points be 
traveled by the limited express, the time is somewhat 


shorter. 

Although there is a difference in distance of 496 miles 
from San ncisco to Chicago, and a difference in time of 
13 hours, yet the cost of through tickets is the same, limited 
first-class being $115.30, second-class $88 and third class 
$56.50 and to New York, first-class $138.30, second class 
$105 and third class $65. Some curious examples of rail- 
way charges are noted on referring to the schedules of both 
through roads, and up to certain points on the lines the 
cost seems to vary inversely with the distance to be traveled. 
Over the Southern Pacific, the rates to San Francisco are 
the same as to Los Angeles, a less distance by 470 miles, 
while to Yuma, 731 miles nearer to Chicago than San Fran- 
cisco, the cost of a ticket is even greater. 

From Tucson to Chicago, a point 978 miles nearer than 
San Francisco, the costot a through ticket is only $4.60 less, 
while the local rate to San Francisco is $55. The rate from 
Deming to Chicago is $88.80, being $26.50 less than from 
the Pacific, a greater distance of 1,197 miles. If the trav- 
eler between the two larger cities named should break his 
journey at Yuma, Deming and Las Vegas, and should pur- 
chase a ticket at each of the points to the one next following, 
the entire trip would cost bim $181.40, or 866,10 more than 
a limited first-class ticket for the entire distance named. 

The same peculiar rates are in vogue on the Union and 
Central route, the cost of transportation to the Nevada 
towns being about the same as to San Francisco, The rate 
from Omalia to Carson or Virginia is the same as to San 
Francisco, a longer distance by several hundred miles. By 
way of New Orleans and the Texas & Pacific the schedule is 
scarcely yet clearly established, but with the same 
management in contro] as with the two other roads, no 
different showing can be expected. The travelercan journey 
from New York to San Francisco, and from the latter city 
to New Orleans without leaving the domain of Jay Gould 
and the Central Pacific directors, and adequate competition 
in overland freights and fares is not yet provided for, 

Sleeping-car privileges are about the same on the two 
older routes, a double berth from Omaha costing $14 and a 
section $28 to San Francisco; from the latter city to Dem- 
ing adouble berth costs $7; section, $14; drawing-room, 
$28; and from Deming to Kansas City, double berth, $7; 
section, $14, and drawing room, $26. On both roads sleep- 
ing cars are provided for emigrants, and these are as clean 
and comfortable as the cost of a ticket will allow. The 
emigrant time between San Francisco and Kansas City is 
223 hours, or about twice as great as that of the ex- 
press train, and the fare is less than one-half as 
great. There is also on the Atchison, Topeka & 
Santa Fe road a special freight tariff for the exclusive ben- 
efit of emigrants and miners, but subject to change without 
notice. Onthe Union and Central Pacific roads the emi- 
grant train is about 12°miles per hour, making the through 
time eight to nine days from Omaha. Emigrants are 
charged only about one-half as much for meals as first-class 

ssengers, or, if they prefer, they can carry cooked provis- 
ions with them, and buy coffee or tea at the eating-houses, 
and eat on the train. Emigrant tickets are good between 
Chicago and Omaha for eight days, but no stop-over checks 
are issued further west. 

By far the most uncomfortable passenger by either line is 
the one with a second-class ticket, who pays from Chicago 
$27.30 less for his ticket than the first-class passengers and 
$32.50 more than the emigrant. He is not allowed Pull- 
man-car privileges, is compelled to ride in the smoking-car 
of the express train, and has but very little pleasure in con- 
nection with his overland journey. On the Southern Pacific 
the seats in the smoking-cars are not provided with cushions, 
and the boards become very hard before a long trip is com- 


leted. 

. The eating-houses on the Southern route, as a rule, are 
not as well stocked with provisions and as comfortably 
kept as the bouses on the Northern. The entire cost of 
meals from the Missouri to the Pacific is $10.25, and this 
sum is not great, considering the number of meals and the 
character of the country through which the road passes. 
On the northern roads the price per meal is qoncwatty St. 
and there are 13 stopsinall. The outs station at k 
Creek is famous for its room filled with plants; at Green 
River there are many curiosities; Laramie is famed for its 
juicy steak; Sidney for its antelope steak; Evanston for its 
Chinese waiters; Grand Island for its biscuit; Winnemuc- 
ca, Elko and Battle Mountain for their Nevada beef and 
mountain trout, and other stations on the desert for their 
desserts of good things and creature comforts. . 

Both on the northern and southern routes there is always 
some curiosity to be seen at the stations, be it a collection 
of specimens, a group of Indians, an oasis in the desert, a 
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tarantula, rattlesnake, antelope or grizzly bear. Through | movable pistons k and k’, fig. 2, provided with piston-rods 


Arizona, the Pimas and Maricopas keep at respectful dis- | / and /’, and cross-heads m and m’, as shown. 
tances from the trains, but througa Nevada the Piutes and! ‘‘ n n are slides for the cross-head m on theinsides of one 
Shoshones crowd around the stations, beg the fag ends of | end of the truss or beam i, and n’ n’ are similar slides in the 
the lunch baskets of the passengers, and exhibit papooses at | other end of said truss or beam, for the cross-head m’. To 
two bits a head. | the driving-wheel e is attached a crank-pin, passing through 
While the journey to the east by the Southern Pacific is | the cross-head m, and to the driver-wheel f is attached a 
longer than that by the Central, yet the scenery is much | similar crank-pin F, that passes through the cross-head m’. 
less varied and magnificent. No one who has'made the trip | o is the slide-valve within the steam-chest G, which slide- 
from Omaha to California will soon forget the natural | valve is operated forward and back by means of the valve- 
beauties of the great Platte Valley; nor the gradual slopes | rod o', the outer end of which is hinged tothe upper end 
and snow-clad peaks of the Rocky Mountains; ror the gor- | of the slotted lever o*, fig. 1, that is hung at o® on the end of 
geous Cloud-effects of the Laramie Plains; nor the fantastic | the balanced and vibratory beam of truss i, as shown. On 
shapes and God-like power of Echo and Weber Cafions; uor | the crank F is secured an eccentric, that works within the 


the wild and ghostly desolation of the Great Basin; nor the | slot of the slotted lever o? during the revolution of the crank 
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mighty gorges and precipices of the Sierra, succeeded by the | 
level plains of the Golden State; nor will he soon forget the | 
luxurious cars, the smooth road and the numerous other 
attractions which make the overland trip a source of untold 
pleasure and profit. 

The trip by the Southern Pacific possesses fewer attrac- 
tions for the traveler, and is, therefore more tiresome and 
monotonous. The Soutkern Pacific during its entire length, 
except at the Tehachapi Pass and the San Fernando moun- 
tains, has been able to follow the natural grade, and for hun- 
dreds of miles the road runs across an almost perfectly level 
desert or plain. On tue eastern connection the oes 
difficulties are much more numerous, and in the Glorieta an 


F, and in this manner imparts the requisite motion to the 
slile-valve o to admit the steam into the cylinder g alter 
nately between the pistons k and k’, and at the ends of said 


| cylinder g, so as to alternately force the pistons k and k’ 


from and toward each other, and thus, in combination with 
the vibratory motion of the truss i, impart a rotary motion 
to the driving-wheels e and /. 

“The steam is admitted to and from the cylinder g as 
follows: When the pistons k and k’ are at the outer ends of 
their stroke the steam ent:rs through the channel p, back of 
the piston /, and at the same time throvgh the channel p’, 
back of the piston k’, and thus causes both pistons to move 

‘toward each other, the steam between them being at the 


Fig.1. 
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to the fact that no pressure is exerted on the journals on 
which the steam cylinders oscillate, and all the pressure 
from the steam pistons is directly transferred to the crank- 
pins on the driving-wheels. The engine is perfectly bal- 
anced in any position during the stroke, and it may there- 
fore be run at a much higher speed than the common en- 
gines now in use.” 

It isnot clear from the specifications how the vertical 
movement of the axle-boxes and wheels can take place with- 
out disturbing the cylinders, and it is very much tote feared 
that the bevel-wheels, which form an essential element of 
the principal claim, would not have the endurance of the 
pyramids. 


Mexican Railroad Concessions. 





The Mexican correspondent of the New York World 
writes as follows under date of Jan. 23: 


_ President Gonzalez has signed the decree authorizing the 
improvements at the port of Anton Lizardo and granting 
special privileges to the Mexican Southern Railway Com- 
pany, this company being authorized to do all the work that 
may be necessary for the loading and unloading of vessels, 


























Raton mountains the cutting is very heavy and the tunnel- 
ing is long. 

From the Colorado line to the Rio Grande Valley the 
country is very barren, and the difficulties to be surmuunted 
were as great as those experienced by the Ceutral Pacific 
builders in crossing the Sierra The pass over the Raton 
mountains is about 8,000 ft., and that over the Santa Fe 
about 7,400. At the Raton Pass the grade is nearly 200) 
feet to the mile, and a powerful engine is employed at each 
end of every train. 

It has often been urged against the northern route that 
the best scenery of the Sierra is obscured by the numerous 
snow-sheds along the route, but a still greater objection may 
be urged against the competing line in that, as the trains 
run, the Tehachapi and Raton passes are crossed at night, 
and from the Missouri River to San Francisco the traveler 
sees little but desert and plain, relieved now and then by 
mountains in the distance. It may be said that the excessive 
cold and snow-stor ms on the Rocky mountains and the Sierra 
will always prevent the o!d road from becoming popular in 
winter, while the heat and drifting sand of the Gila, Colo- 
rado, Mojave and other deserts will cause the Southern Pa- 
cific to be little patronized during the summer.—Correspon- 
dence Chicago Tribune. 





Another 


The engravings herewith are copies of two of the drawings 
which form part of the specification of a patent granted to | 
Mr. Henry F. Shaw, of Boston, Jan. 17 of this year. Mr. 
Shaw is the inventor of the four-cylinder locomotive which | 
was built at the Hinkley Locomotive Works a few years | 


Funny Locomotive. 
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SHAW’S OSCILLATING-CYLINDER LOCOMOTIVE. 


same time exhausted through the channels q and q’, the 
former communicating with the exhaust 7 by means of the 
space s in the valve o, and the latter communicating with 
the exhaust 7’ through the channel s’ in the said valve o. 
The steam that passes to the back of the piston k comes 
direct from the steam-chest G through the open end 
of tke channel p, the valve o being at this time 
moved to one side to leave the port p open. The steam 
is admitted to the back end of the piston k’ from the steam- 
chest G through the channel] s” in the valve o, and from 
thence to the channel p’. When the pistons k and k’ have 
reached their inner positions the live steam is admitted 
through the channels g and g’ direct from the steam-chest 
G to the former, and through the recess s* and channel s’ in 
the valve o to the latter, the exbaust-steam back of the 
piston K passing out through the channel p to the recess s 
in the vaiveo, and thence to the exhaust 7, the exhaust- 
steam back of the piston k’ passing out through channel p’ 
and through channel s’in the valve o, and thence to the ex- 
baust 7’. 

** The valve-rod o’ is to be connected to a link and revers- 
ing lever as usual, such being, however, omitted in the 
drawings.” 

It is further explained in the specifications that in order to 
hold the driving-wheels in their proper relations to each 


bevel-wheels between the frames. These are shown on one of 
the drawings. 

Mr. Shaw says in his specification that he is aware of an 
English patent in which oscillating cylinders are used and 
the driving-shafts connected by links; but that he does not 

















| and for the construction of proper docks and quays for the 

| permanent use of this port. In order to facilitate the work, 
a corps of engineers will be appointed by the company and 
another will be appointed by the Federal Government. 

The preliminary surveys must be commenced within a 
year from the date of the decree, and within another year 
plans of the improvements to be msde at the port must be 
laid before the Secretary of Public Works. Within six 
months from the time when the plans receive the approval 
ot the Executive of Mexico the work must be commenced. 
The payment of the expenses of this work will be made 
from duties collected from the port of Anton Lizardo, and 
if these should not be sufficient the government will grant 
the sum considered necessary. The company will not re- 
ceive this money from the Executive until it has already ex- 
pended not less than $40,000 on the work, and will continue 
receiving said money in such manner that it shall at no time 
receive more than 75 per cent. of the sum already spent. 

The company, for the use of the privileges conceded it 
by the law of May 25, 1881, will construct one or more 
docks in said port. These docks and other works will be the 
exclusive property of the company, but will be open for the 
use of the public. The amount the public is to pay the com- 
pany for the use of this property must not exceed 50 cents a 
ton for the transportation of freight from the dock to the 
railway station or vice versa. Merchandise transported 


| other they are connected together by a horizontal shaft and | directly from the railroad to the outlying vessels or vice 


| versa will be charged for at a rate that must not exceed $1 
|per ton. Merchandise belonging to the governme.it will re- 
| ceive a rebate of 5 per cent. Such products of this country 
| as ure destined for exportation shall be allowed to remain in 
| the store -houses or cars of the company for the term of tnree 
days free of storage. Goods sent by the government either 
|for importation or exportation shall remain in the store- 


ago and which was tried on the Boston & Providence claim such an arrangement as his invention. What he does | houses ten days free of charge. 


Railroad. 

His new engine, it will be seen, has oscillating cylinders | 
placed between the driving-wheels. Fig. 2 represeuts a sec- | 
tion of one of these cylinders, from which it will be seen that | 
each has two pistons and piston-rods, which are connected | 
directly to the crank-pins. His invention is described as | 
follows in his specification : 

‘* Midway between each set of wheels e and ff is located 
the oscillating steam-cylinder g, having its jcurnals g’ and 
g” supported in the stationary arm h, which is secured in a 
suitable manner tothe frame c. To each cylinder g is se- 
cured or cast in one piece therewith a balanced vibratory 
beam or trussi,as shown. Within the cylinder g are two 





claim is: 

1. In conclusion, the balanced vibrating trusses and oscil- 
lating steam-cylinders with their pistons, piston-rods and 
cross-heads, connected respectively to the driving-wheels on 
the outside of the latter, as described, the axles connected 
together by means of the bevel-gears as and for the purpose 
set forth. 

The secon 1 claim refers to the valve gear. 

The advantages claimed for it are that ‘it is composed of 
very few parts, and it is very powerful on account off its 
having a separate steam-actuating piston for each of its 
driving-wheels. It has great strength and resistance, owing 





| This cme ssion covers the term of 25 years from the 
| completion of the railroad and of the docks. The company 
must also complete the branch from Vera Cruz to Anton 
Liz .rdo, for which the decree of Mey. 1881, provides within 
two years from the publication of the present decree. 

:,The Executive has also signed a contract with Mr. Hec- 
tor de Castro, granting privileges for the coustruction of a 
railroad and telegraph line in the state of Tamaulipas. This 
contract covers the transfer of a concession made last sum- 
mer to Mr. Francis De Gress. The grant was for a road 
from Matamoras to Ciudad Victoria. In addition to the old 
concession the new authorizes the construction of a 
Ine from Tampico to Ciudad Victoria, thus making 
one line from Tampico to Matamoras. The con- 
cession also contains the usual regulations in re- 





gard to time of completion of the various surveys and 
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1 
work, ete. The company has the right of free entrance | 
through the custom-houses of Mexico for all material used | 
in the construction of the road for the term of 15 years. At | 
the end of ninety-nine years the road is to become state | 
property, the company being paid a fair price for material | 
on hand at the time of the transfer. Tariff rates are made, | 
beyond which the company cannot go in its charges. The | 
company will receive a subsidy from the Government of | 
$8,000 per kilometre, which subsidy is to be paid on the | 
completion and acceptance of each division of 25 kilo- 
metres. This line is callel the Tamaulipas International 
Railroad, and the road is known as the Count Telfener road, 
from the grantee, a brother-in-law of Mr. J. W. Mackey, of 
California. 

In to-day’s papers I see the announcement of another | 
concession. The Minister of Fomento has celebrated a con- | 
tract with Mr. Edward C. Wise for the construction of a 
railroad from the port of San Benito, on the Pacific. to the | 
city of Tapachula, in the state of Chiapas, with the privi- 
lege of extending the line to connect with the Mexican 
Southern | 

As you may perceive, the railroad mania here still rages. | 
The Mexican government and the Sonora Railroed Com- | 
pany have arrived at a perfect understanding regarding the | 
route of the line now building at Sonora. The government | 
has granted a supplementary concession, allowing a route | 
from Hermosillo to the border of Nogalles, just south of | 
Tucson, in Arizona, The company in return agrees to build , 
a lighthouse at Guaymas, carry coal at 10 per cent. discount | 
from the tariff rates, and give a telegraph wire to the gov- 
ernment service. The value of the company’s donation, in- | 
cluding the lighthouse, is about $75,000. The government 
has telegraphed to Hermosillo by both the east and west 
coast lines for a continuation of the work north of Hermo- | 
sillo. About 60 miles of the line are graded, about 70 miles | 
of irov ties are ready for the line graded, and about 70 | 
miles of iron and ties are at hand for the work. There are 
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no great engineering difticulties on this line, and the road 
should now be speedily completed. The company has nine | 
months’ extension of time to make a survey on the El Paso 
line. The amount of subsidy received to date by the Sonora 
Company is $480,900. 

Arrangements are making between the governor of the 
state of Jalisco and the management of the Mexican Central 
Railroad to construct the line from Guadalajara to San Blas. 
The road to Leon is progressing rapidly. The temporary 
bridge at San Juan de] Rio has been in use for svvenal Gags, 
and 11 kilometres of track have been laid beyond that point. 
The road-bed is nearly finished to Leon. . 





Color-Blindness. 





{From the Thirteenth Annual Report of the Massachusetts Rail- 
read Commissioners. jd 

A law passed last winter wisely requires the examination | 
of persons employed on railroads, and required to dis- 
tinguish form or color signals; and such persons are to be | 
re-examined once in two years. 
ferred, in 1879, to this Board, for examination and report, 
the existence of the defect and of the consequent danger was 
recognized by the Commissioners, although the extent. 
seemed to them to have been exaggerated. The Board then | 
recommeuded an annual examination, botn as to color- 
blindness and all other defects of vision, extending to all | 

ersonsin any way connected with the movement of trains. | 


3ut it was thought to be unnecessary to compel such ex- | fi, The full lines show the position of all the parts when 
ainination by the enactment of laws and the inflicion of | the signal arm is raised, andthe dotted lines show the 
penalties; for it was our opinion, that, now that the subject | altered positions when the signal arm has been lowered. 


had been made familiar to the public, and especially to the 
managers of railroads, they would, of their own accord 
and in their own interests, provide for such examinations. 
In this the Board was in error. <A circular was issued 
Sept. 15, 1880, calling attention to the need of annual ex- 
aminations, and was sent to all the railroad companies of 
the state. They were also requested to report to the Board 
the result of such examinations. Only one of the iarger cor- 


that response showed the need of annual examinations, for 
three train hands were shown to be seriously defective in 


perception of color: so that the result of the board’s circular | 
demonstrated both the need of —— examinations and | 


the necessity of providing for them by statute. The Board 
therefore appeared before the railroad committee by its 


chairman, and seconded the efforts which had been already | 
made for the enactment of alaw. The statute appears to be | 


universally obeyed. The examinations, it is understood, are 
generally conducted in the manner pursued on the Pennsyl- 
vania Railroad, where many thousands are annually exam- 
ined. The managers of that company, on any practical 
question as to the operation of a railroad, may be regarded 
as the very highest of experts. They examine annually; and 
it is perhaps a question whether such examinations should 
not take the place of biennial ones in this commonwealth. 


‘taken up. 


| take place. 
porations (the Old Colony) responded to the circular ; and | cana 





This invention, for which an English pateut has recently 
been granted, is described as “an improved means or con- 
trivance for compensating or counteracting the expansion 
and contraction of railway signal wires,” and is described as 
follows in the specifications: 

‘We provide a standard of convenient height and size, 
the said standard being of cast iron or such material as may 
be found most desirable. 

Near to the top of this standard there is a pin or stud, and 
upon this one or more of the “compensators” hereinafter 
described is caused to move or revolve. Tne compensator 
consists of a lever having three angles, upon one of which is 
placed a balance weight,which is for the purpose of drawing 
down the signal arm and taking up the expansion of the 
wires when required. 

On each of the other two angles there is a grooved pulley 
of suitable diameter, and about three inches in width in its 
grooves. 

A chain is then provided which passes round each of the 
two pulleys. 

The compensator is then fixed half way between the sig- 
nalman’s box aud the signal post, and a wire is attached to 
one end of the chain before named, and carried forward 
and attached to the lever in the signalman’s box. Another 
wire is attached to the other end of the chain, and is carried 
forward and attached to the lever connected with the signal 
arm near to the foot of the signal post. These two wires 
being of similar length, the expansion or contraction is 
— on each side of the compensator, and any expansion 
of the wires will cause the balance weight on the compen- 
sator to descend, when one of the grooved pulleys will be 
1aised and the other grooved pulley will be lowered to the 
extent of the expansion. 

In case of contraction the action of the grooved pulleys 




















THE SCRAP HEAP. 





Lost on the Train. 


Few persons, excepting railroad employés, have any idea 
of the number and variety of articles lost by travelers on 
the trains during the year and which find their way into the 
receptacle for lost articles at the terminus of every road. 
Most of them are but trifles, yet in some cases they are of 
considerable value. In the depots of the various railroads 
there are departments for the preservation of articles found 
on the trains. The Pennsylvania Railroad and its branches 
have a system by which they return yearly to owners many 
valuable articles. For example, at the Calvert station, in 
the depot-master’s quarters, are receptacles for lost articles, 
among which may be noticed most every kind of wearing 
apparel, toilet articles, books, baskets, whips, harness, um- 
brellas, and even agricultural implements. Hundreds of 
umbrellas are found on the trains during the year. It costs 
sometimes almost the value of d@ivarticle to recover it. Not 
long agoa porter while cleaning out a Northern Central 
railroad coach at Calvert station found a dilapidated parasol, 
which was taken into tie store-room and put away to be 
called for. It wasof poor quality and worth when new 
about 75 cents, yet the owner wrote from Grand Rapids, 
Michigan, and insisted on having it returned, although she 
had to pay 82 express charges. 

A few weeks since one of the New York express trains for 
Washington and the South had among the passengers two 
young couples, who sat very near each other. One lady was 
in the possession of a very expensive and beautiful fur 
muff. As the train nears Union depot those who wish to 
stop in this city change cars. One couple, desiring to leave 
the train, arose from their seat and proceeded to a forward 
car, while the possessor of the muff, who was going to 
Washington, placed the article on the seat lately occupied 
by the other parties, and went to look out of a window at 
the opposite side of the car. The escort of the first young 























WHITEHEAD'S SIGNAL WIRE COMPENSATOR. 


will be reversed, and the balance weight on the compensator 
be raised to the extent of the contraction. 

Any breakage or parting of the wires will cause the chain 
to move round the grooved pulleys, and the signal arm will 
then be raised. 


The introduction of our improved compensator does not 


| alter any of the present working arrangements for raisin 
/and lowering the signal arm, so that it may be suppli 


with but little trouble and at a comparatively small cost. 
Fig. 1 is a front elevation; fig. 2, an end elevation; fig. 3, a 


| sectional plan, and fig. 4 an elevation of the general arrange- 
/ ment of a compensator constructed according to our inven- 


tion. Similar letters of reference are employed to indicate 


| like parts in al! the figures. 


The drawings show a single compensator for one signal 


| wire only, but by providing a suitable standard two or more 


lady looked back to see if his companion had left anything, 
and, seeing the muff, ee gnswew she had forgotten it. He 
took it from the seat, and, accompanied by the lady, left the 
car just as the train was starting. He banded it to his com- 
panion, but was much surprised when she told him the muff 
did not belong to her. It was too late to return it, as the 
cars were on their way to Washington, so the young man 
left the article at the depot. About an hour afterward a 
dispatch was received at the company’s office from Wash- 
ington saying that a muff had been stolen from the cars of 
the express train while stopping at Union depot. The dis- 
patch also gave a correct description of the unfortunate and 
Innocent gallant as the culprit, and ordered his arrest and 
the return of the article. A few days later the friend of the 
owner of the muff came on to Baltimore, and hearing at the 
depot the facts in the case regarding its disappearance, was 





compensators may be arranged to work side by side on one 
axis, as will be readily understood. A is a standard firmly 


| bolted down to a suitable foundation and carrying a pin or 


stud B, upon which rotates the triple arm (’, one arm of ! 


When the subject was re-| which (C') carries a balance-weight D, while the remaining 


| arms (C2 C3) carry two pins or studs E E', upon which are 
| placed the grooved pulleys F F'. A chain G passes round 
the two grooved pulleys F F', in the direction shown. 

In fig. 4 the compensator is shown placed halfway be- 
tween the bell-crank H of the signalman’s box and the 
signal post J, and is connected to the said bell-crank by a 
wire H', and to the chain K of the signal post J by a wire 


The balance weight D of the compensator keeps the wires 
H', I’, tight, notwithstanding the variations in their length. 
The two wires being of equal length will expand and con- | 
tract in equal proporticn ; when they expand the grooved ! 
pulley F' will be raised, and the grooved pulley F will be j 
lowered, and the expansion of the wires will be a ; 
When they contract an opposite movement will 

The balance-weight D also serves to pull down 
the signal arm in opposition to the balance-weight L of the 
signal post, when the signal lever M is moved into the 
position shown in dotted lines. 

Inthe event of breakage of either of the wires the chain G 
will be free to move, carrying round the grooved pulleys to 
the required extent, and the signal arm will be raised to or 
kept at the point of *‘ danger” by the unbalanced action of 
the balance-weight L until the wire has been repaired. 

The claim is as follows: 





‘* A compensator for signal wires having a working arm, 

rooved pulleys, and a balance-weight, substantially as and 
for the purpose hereinbefore described, and as illustrated in 
| the accompanying drawings.” 


| The patentees are Henry Whitehead and Thomas Dodd, of 


| observ: 


much amused, and, upon obtaining possession of it, sent it 
A express to Rochester, N. Y., the home of the young 


Another case is even more singular. Several years agu 
an ordinary-looking brown satchel was found on a train and 
stored away. Two years later the clerk of the Court of 
Prince George County was in Calvert station awaiting the 
departure of atrain to take him home, and happening to 
become acquainted with the depot-master, he entered into a 
conversation with him, during which he mentioned the loss 
of his satchel containing some mgm legal papers. The 
depot-master looked up the records, and, seeing a memoran- 
dum of a similar satchel having been found about the time 
mentioned, soon brought it forward. lt was recognized at 
once and returned to its owner. Not long since an elderly 
gentleman rushed into the depot and up to the officer in 
charge and hurriedly inquired where the cars of a certain 
train were which had just arrived. He said he had been a 
passenger on the train and had lost in one of the cars a very 
valuable but small roll of papers. The curs, which had been 
placed upon a side-track, were found and two women were 
sweeping them out. Uponinquiring of them if they 
had seen a small piece of paper lying on the floor, one of 
them said ‘‘Yes,” and that she had thrown it into the coal- 
box. Just at that moment a brakeman entered the car and 
began fixing the fire in the stove. The depot-master told 
him to look in the box and see if he could find the paper the 
old gentleman had lost. It was not in the coal-box, but just 
as the gentlemen were about leaving the brakeman noticed 
a roll of paper sticking to the shovel be was using, and upon 
unrolling it found a United States bond for several thousand 
dollars, which was the valuable paper the old gentleman 
was in search of.—Ba/timore Gazette. 


The Worst Snake Story. 


A Los Angeles paper tells the following; ‘‘One of the 
most startling snake stories that bas been told in these parts 
for some time was related by the engineer and fireman who 





| Bucknall and Winsford, England. 


came in last night on the Southern Pacific cy and was 
corroborated by the passengers. It seems t just after 
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i 
the train had passed Dos Palmos the engineer noticed, about 
half a mile ahead, what looked like a column of sand moving 
very slowly from east to west. At that time it was ouly a 
short distance from the track, and moving at such a pace 
that it was evident that train and column would come to- 
gether. When the two monsters were but a short distance 
apart it was discovered that the column was not sand, but 
an animal of some kind. It was moving in almost a per- 
pendicular position, the tail dragging o. the ground, and 
propelled by two large wings near the head. The bird, 
snake, or whatever it was, seemed to be about 30 ft. 
long and 12 in. in diameter. By this time every- 
body, almost, on the train, had put their heads out of the 
windows, and were hanging on the plutform to get a look at 
the monster snake. The train and snake came together, 
but the snake’s tail was not where it should have been, and 
a portion of his lower extremities was clipped off. This 
seemed to put this flying snake on his metal and he ee 
for war. He wheeled around and gave chase to the flying 
train. The motion of the animal seemed to change in an 
instant, and ke seemed to fly through the air two miles 
faster than chain lightning. In a few momen’s. he, she, or 
it, overtook the train and began war after the latest snake 
style. The angry animal kept over the train and gave the 
train a lively thrashing, roaring like a cow in distress all 
the time. After breaking several windows and frightenin 
the women and children almost to death, the monster sailec 
off, followed by ashower of lead from the pistols of the 
passengers, which seemed to have no effect at all, if any of 
the bullets hit him. Tbis is vouched for by every one who 
was on the train, and is given for what it is worth.” 


Engineers’ Society of Western Pennsylvania— 
Annual Reunion. 


The second annual dinner of this flourishing society was 
held at the Monongahela House in Pittsburgh on the evening 
of Feb. 7. There was a large attendance of members and 
invited guests, and the reunion was much enjoyed by those 

resent. President Gottlieb occupied the chair, supported 

y ex-President Metcalfe and Vice-President Rodd. Speeches 
were made by 8. M. Wickersham, Dempster, Harlow, Wm. 
Miller, M. J. Becker, Wm. Thaw, Jr., G. Lindenthal, Paul 
Rohrbacher, C. H. Kloman and others, and the company 
did not separate until some time after midnight. 





ANNUAL REPORTS. 

The following is an index to the aunual reportsof railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette: 





Page. Page. 

Alabama Minor Railroads...... 41 N. Y., Lake Erie & Western..... 05 
ston & Lowell.........  .ss0. 4 N. Y., N. Haven * Hartford..... 6 
Charlotte, Col. & Augusta...... 23 N. Y., Ontario & Western....... 96 


Cin., New Orleans & Tex. Pac.. 71 Norfolk & Western 
Columbia & Greenville.......... 7 Northeastern (S. C.)... sehen 8 Se 
Connecticut River...... Perkiomen 
eee Philadelphia & Reading 7, 20 









Philadelphia, Wil. & Balt. 
Pittsburgh & Lake Erie . 
P.urtland & Ogdensbu 
Rochester & Pitt-burg oe 
95 St. Louis & San Francis ae 
South Carolina Minor R’rds.... 7 
ae Troy & Greentield............... vi 
71 Utica & Black River. 
oulsville, Cin. & Lexington... 54 Western Maryland.............. 
Minnesota R. R. Commissioner 54 Western R. R. Association..... 3s 
Mississippi & Tennessee 4L Worcester & Nashua - § 


Delaware, Lacka. & 
Delaware Western 
Denver & Rio Grand 





Long Island 











Lehigh Valley. 


This company ownsa line from Perth Amboy, N. J., to 
Wilkesbarre, Pa., 161 miles, with numerous branches and 
spurs in the Lehigh coal region in Pennsylvania; the state- 
ment of track in the report is as follows: 





Miles. 

Main track, main line and branches... ....... ............ 306.59 
Second track used as such 166.71 
Second track used as sidings 15.66 
NN x oa eR are Nis 8S scind cansinde’ sciadscninalsvasesesos 218.55 
EMINE x9 x03. is <r nada vslea sien cacacnceacnveseseces “907.2 51 


Of this track 457.79 miles are laid with steel. The com- 
pany also owns the Pennsylvania & New York and the 
Geneva, Ithaca & Sayre roads, whose operations are not in- 
cluded in the report, which is for the year ending Nov 80. 

The equipment consists of 268 engines; 73 passenger and 
41 baggage and express cars; 1,780 box, 100 lumber, 13 
stock, 50 bark, 487 fiat, 1,062 gondola, 44 lime, 150 tunnel 
coal, 24,465 coal and 79 caboose cars; 1 pay-car, 30 tool and 
wreck cars, 2 ram cars, 200 gravel, 14 supply and 5 water 
cars. Additions during the year were 13 engines: 3 passen- 
ger and 3 baggage cars; 465 box, 100 lumber, 412 gondola 
and 5 caboose cars; 34 gravel, 14 supply, 4 tool, 2 ram and 
5 water cars. 


The capital account is as follows : 





SAREE Bkbm. padbidlasinns ens mines 106.300 
Common stock including scrip not converted....... oF aoe, 895 
MIN ete ences keh, dd caccccdescnasesn 27,603,195 
First-mortgage bonds, 6 per cent. .................. . 5'000:000 
Second ae - 7 PY te nGavih  Siehadveeoade 6,000,000 
Consolidated 6 per cents : 
Sterling ORAL IE SR SEE ae $4,163,000 
COUPON... 2... cceeceiceccecseee eecesccesee 2,000,000 
in a EERIE SR 7,500,000 
MIC EN eae oxeukes er dccceseccnce. s 500,000 
———_ 14,163,000 
Easton & Amboy 5 per cent. bonds............ ..... 2,500,000 





Rh MEOSRt ORAS Maite IONE h 65 6aes sews wake $55,266,195 


The company has no floating debt not balanced by cash 
on_ hand. i 


The traffic of the year was as follows : 


1880. Increase. 





Passengers carried he” ee 2 . 
Passenger miles....... 3,123, 19,812,238 3,311,568 16.7 
Tons merchandise.. ... & v 3,028,710 37,722 15.1 
Ton miles.... ......... 202,299,285 166,178,752 36,120,533 21.7 
Tons anthracite coal... 5,791,376 4,606,415 1,184,961 25.7 
é Cost ais: 

ve Mauc hunk. .156,437,244 133.681,940 22.755.304 17.0 
Below ” --284,189.455 241,621,185 42'568.27 0 17.6 





Total. . .... ....440,626,699 375,303,125 65,323.574 174 
Ancluded in tons merchandise last year were 395,107 oo 
pig iron, 165,726 tons rails, 780,643 tons iron ore, 150,228 
tons limestone, 10,886 tons slate, 22,397 tons live-stock, and 

),638 tons oil, the balance being grain and general 
freights. 

The largest increase in coal was in shipments north over 
Pennsylvania & New York road, which was 73.37 per cent. 
In deliveries on line of road there was an increase of 6.26 
oy cent.; to Belvidere Division, Pennsylvania Railroad, 

.22 per cent., and to Morris Canal, 16,10 per cent. 

Besides the anthracite there was carried 79,325 tons 
bituminous coal, making a total of 5,870,701 tons. Totals 
for five years have been: 1881, 5.870,701; 1880, 4,672,724; 
1879, 4,415,285; 1878, 3,479,593; 1877, 4,391,286. Last 
year’s tonnage is the largest ever carried. Last year’s busi- 


ness is the largest the road has ever had except in passen- | 


gers, where it was slightly below the centennial year. 





The earnings of the year were as follows : 





Earnings Expenses. 
BUDE ies ccincactcendenens $6,678,590.27 $3,027,283.34 $3,651,506.93 
RES Pe 2,126,396.72  1,198,133.89 928,262.83 
Passengers. mail and 
CEDPOGS 2000 ce secs 618,870.77 422,666.55 
Total... ...........$9,423,857.76 $4,648,083.78 $4,775,773.98 
Total, 1880........... 7.762,990.90  4,002,357.60 3,760,633.30 





Saanae $1,660,866.86 $645,726.18 $1,015,140.68 
21.39 16,13 26.99 
The working expenses were 49.32 per cent. of earnings, 
against 51.56 per cent. in 1880. : 

From sources other than traffic the receipts of the com- 
pany were $968,268.24 during the year. 

The income account was as follows: 

POO Ss PVONA GI BOUTS. ois oaks cc cicccasecosescvees $10,392,126 .00 
Expenses of the road 4,648,083 .78 


Increase... « 
Per cent 


Net balance.... . 
Interest on bonds, including Decem- 
ber coupons... ........ ... ..+--++- $2,268,313.31 
Dividends, 1U per cent. on preferred 
and 5% per cent. on common stock. 1,522,954.00 
General expense, interest on floating 
debt, Pennsylvania and New Jersey 
state taxes, luss on Morris Canal 
MND cc hisain'es.’ Sk ainwsid cote. caab 772,681.51 
Amount charged for estimated accu- 
mulated depreciations.............. 1,070,058 .96 
: - 5,634,007.78 








Balance to profit and loss................. ... $110,034.44 
Improvements on the road include a number of new iron 
bridges, replacing wooden structures; a number of new 
station and other buildings, enlargement of the Packerton 
shops and additions to other shops; several new water sta- 
tions; extensions of telegraph line: 46.37 miles of new steel 
rails; 19.81 miles new second track and sidings and grading 
of 5 22 miles more for second traek; extension of the Bear 
Creek Branch four miles. 

The work of changing the location of the main line be- 
tween Penn Haven and Black Creek Junction has been com- 
pleted, improving the grade there and dispensing with four 
bridges. 

Work for the current year includes new storage and dock 
facilities at Perth Amboy and additional tracks at Mauch 
Chunk. The necessity for better means cf getting over 
Wilkesbarre Mountain is suggested. 

Superintendent and Engineer Robert H. Sayre says: ‘‘ The 
steel rails in track above the scale at Packerton have to this 
date had a tonnage of 59,531,115 tons of coal and cars, and 
an estimated additional tonnageof 10,000,000 tons of freight 
and cars over them, and are still in good condition. 

** A slight modification has been made in our standard 
rail, improving the shape of the head, conforming more 
nearly to the cross-section of the wheels which roll upon 
them. The weight is now 67 lbs. per yard. The joint has 
also been strengthened.” 

The employés relief fund (of which the company contri- 
butes one-half) shows a balance of $3,574 on hand Nev. 30, 
1830. Receipts were $21,420.58 and disbursements $22,- 
590.65, leaving $2,503.93 on hand at the close of the year. 

The operations of the Lehigh Valley Coal Company for 
the year were as follows: 


. 1880. Increase. P.c. 
Mined by company.... 1,508,720 1,386,033 122.687 8.9 


* tenants...... 1,160,819 842,412 318,407 37.8 





\ Ep * 2,669,539 2,228,445 441,094 19.8 

This tonnage was almost entirely shipped over the Lebigh 
Valley road. Of theshipments last year by the company 
878,720 tons were to line and Eastern markets, and 630,000 
tons to Northern and Western markets. The mines are in 
good condition and the work of development well kept up. 


Pennsylvania & New York. 


This company, which is owned by the Lehigh Valley, has 
a road from Wilkesbarre, Pa., to Waverly, N. Y., 105 miles, 
with numerous short branches and connectious. The main 
line has 86.37 miles of second track and 61.51 miles of sidings. 
The total mileage of track, including spurs, sidings and sec 
ond track, is 237.11 miles, an addition of 9.99 miles during 
the year. The report is for the year ending Nov. 30. 

The equipment consists of 53 engines: 631 box, 97 stock, 
268 flat and gondola, 4,151 coal and 31 caboose cars; 4 tool 
and derrick and 33 gravel cars; 6 shop trucks. Additions 
were 2 locomytives; 1 flat, 1,198 coal and 1 caboose car; 2 
gravel cars anda sbop truck. Passenger equipment is fur- 
nished by the Lehigh Valley Company. 

The traffic for the year was as follows: 









1881. 1880. Inc. or Dee. P. c¢. 
Passengers carried... 212.0 182,421 I. 29,597 16.2 
Pussenger miles.... . 6,745,001 I. 879,279 13.0 
Tons merchandise... 911,468 I. 146,114 16.0 
WER wawaceonses 78,662,805 I. 7,239,301 9.2 


Tons coal: 


Anthracite........... 1,108,056 705,464 I, 402,592 57.1 

Bituminous.... ...... 419,551 435,517 D. 15,966 3.7 
Ee 1,527,607 1,140,981 I. 386,626 33.9 
Coal ton-miles: 

pS eee 96,205,465 60,278,613 59.5 

Bituminous......... 11,023,386 11,086,376 0.6 
Total average rate. 107,228,851 71,364,989 50.3 

Per pass. permile... 2.39 cts. 2.42 cts. ae 

Per ton per mile..... 0.82 * om. “ 9.9 





The principal deliveries of anthracite coal were 416,221 
tons to the Erie, 421,228 tons tothe Geneva, Ithaca & 
Sayre and 165,397 tons to the Southern Central. The chief 
shipments of bituminous coal were 199,256 tons to the Erie, 
148,444 tons to the Southern Central and 46,904 tons to the 
Lehigh Valley. Of the anthracite delivered to the Erie 
161,151 tons were bauled from Waverly to Buffalo by this 
company’s engines. Anthracite transported in box cars was 
292,885 tons, an increase of 82.34 per cent.; 239,254 tons 
of this amount were sent over the Erie. 

Of the anthracite 64,834 tons were from the mines on the 
State Line & Sullivan road, the balance from the Wyoming, 
Hazleton and Mahanoy districts. 

Tne earnings of the year were as follows: 

1880. Ine. or Dec. P.c. 
$791,582 33 I. $547,91490 69.2 
713,489.76 D. 11,566.90 1.6 


1881. 
...$1,339,497.23 
Freight ....... 701,922.86 
Passengers, 

mail and ex- 





ae 179,248.62 156,171.53 I. 23,077.09 14.8 
Miscellaneous . 23,415.79 30,604.17 D. 7,188.38 23.4 
TOM a5 c<s $2,244,084.50 $1,691,847.79 1. $552,236.71 326 
Expetses...... 1,243 378.74 776,714.80 I. 466,663.94 60.1 


Net earn....$1,000,705.76 $915,132.99 I. 
P. c. of exps.. 55.41 45.01 I aaron 

The net earnings were sufficient to provide for payment 
of state taxes, inter+st on bonds, inter st on floating debt 
and all other charges, and to make a dividend of 10 per 
cent. on the preferred stock, to apply to the arrearages on 
that stock. 

To provide for the coal business westward the company 
bought three vessels which have been used in the trade trom 


_ 85,572.77 9.4 








Buffalo on the lakes. The experiment bas been so successful 
Net earnings. | that four more are to be bought, and will be put in the 
trade next season. 


The business of the vear taxed the road heavily and made 


196,204.22 necessary the purchase of additional equipment. Still more 
__“__"™* | equipment is to be added in the current year, and work will 


be pushed ow the second trark. 

The company has formally assumed its share in the 
Geneva, Ithaca & Sayre road, which was bought by the Le- 
high Valley Company for joint account. 

There were used in repairs 5,974 steel rails; there are now 
149.29 miles of track laid with steel. 

The road-bed is ready for second track from Towanda to 
Wysauking, and nearly ready from La Grange to Tunkhan- 
nock. A spur from the Pleasant Valley Branch to the 
Mosier breaker, 1.55 miles long, was bwilt, and work begun 
on a branch from Coxton to Exeter Colliery, about 24 
wiles, including a bridge over the Susquehanna River. 

The wooden bridge over Meshoppen Creek has been re- 
placed by iron and the bridge over the Lackawanna rebuilt. 
The new shops at Sayre are finished. 

An enlargement of the yard at Coxton is much needed. 
More locomotives are also required. 





New Haven & Northampton. 


This company owns a line from New Haven, Conn., to 
Williamsburg, Mass., 83.88 miles; the Nori hern Extension, 
from Northampton, Mass., to Conway Junction, 17.69 
miles; branches from Farmington, Conn., to New Hartford, 
14 miles, and from South Deerfield, Mass., to Turner’s 
Falls, 9.20 miles, making 124.77 miles in all. It leases the 
Holyoke & Westtield road, from Westfield, Mass., to Hol- 
yoke. 10.32 miles, making 135.09 miles worked. The 
Northern Extension was opened for business during the 
year and the Turner's Falis Branch not till after its close. 
The company also runs trains over the Troy & Greenfield 
roa? from Conway Junction to North. Adams, 28 miles. 
The report is for the year ending Sept. 30. ; 

The equipment consists of 26 engines; 26 passenger-train 
ears; 467 freight cars and 79 service cars. 

The general account, condensed, is as follows : 
se LO Men ee $2,460,000.00 
SN is Cd Reb cccdcndn kane thu cabaemeaaconesoweess 3,390,000.00 
Ns raciescktccens tke i) 54th cape Booeses 316,000.00 
Accounts and balances, October coupons........... 72,776.17 
Income and expenditures accougt.........-...----+ 338,098.56 


WIE iri cacncicesrcannesesis -oassapnnsbantesians $6,576,874.73 
Road and equipment................. 
OM WOR BOO 6 c6 cas | snkvccrinasve 
Sinking fund trustees.......... ..... 
OTTO TOC 
Accounts and balances........ 
UNE 655 sd conse daneeces ‘ 





27,834.97 


ENO ae 6,576,874.73 

The bonded debt consists of $1,300,000 first-mortgage 7 
per cent. bonds, $1,200,000 consolidated 6 per cent. bonds, 
$190,000 convertible 6 per cent. bonds and $700,000 ex- 
tension 5per cent. bonds. The annual interest charge is 








$209,400. 

The earnings for the year were as follows : 

1880-81. 1879-80. Inc. or Dec. P.c: 

Freight trains....$°47,747.40 $504 261.18 I. $43,486 22 8.6 
Passenger trains. 181,515.28 166,277.22 I. 15,238.06 9.2 
Wharfage, rents, 

Ee 22,351.85 23,967.95 D. 1,616.10 6.7 

Total..... ...$751,614.53 $694,506.35 I. $57,108.18 8.2 
Expenses... . 453,477.10 393,116.06 I 60,361.04 15.5 

Net earnings. ..$298,137.43 $301,390.29 D. a.2 
ross earn, per 

ee 6,610.84 6,430.61 I. 180.23 2.8 
Net earn. per 

ee 2,661.94 2,790.65 D. 128.71 4.6 
Per cent. of exps. 60.33 56.60 I. 3.73 . 


The large increase in earnings was more than balanced by 
that in expenses. The increase in expenses was due to in- 
creased train service, to greater cost of labor and mate- 
rial, and especially to extensive renewals and additions to 
property, as noted below : 

The income may be expressed as follows: 

BG GRUINEE, GO BDOVO.. 6 doses, scnndis gpesseaeeces $298,137.43 
OR sn oo nc.ss Glasiw nse oerecdeienesiawouies $174,370.00 
i 20,098.39 


SE rr eee Pere Ter erry , 
Holyoke & Westfield rental 26,382.62 








220,851.01 
Surplus for the year.............cceceeseceees os $77,286.42 
Per re oe 
Old balances charged off...............00+  seeeceees 288.90 
OS RS reer ree 701,000.00 
Premium On DONS... ......cceccoes scccccrccvecrescs 42,100.00 
Increase of bills payable..............66 ceesereeceeees 102,000.00 
Increase of October coupons 17,755.00 
Decrease in materials.................00cseeeeee eens 5,321.19 
Accounts due at last report 30,218.73 
Cash on hand last report 7,856.08 











NM sce ccecncoa dba ste akeneteiaeiimanmhasnes . $987,906.32 
Construction, Nurtbern extension........ 726.35 
2% Hamden improvement 9,178.74 
TOE: CIN Biss nasser nceaGasecsaeen® 68,805.10 
Sinding fund payment ................00. 15,000.00 
Accounts and balances due..... ......... 74,361.16 
—_———._. 960,071,35 





Cash on band t» balance.............. sseseeeee 27 834.97 
President Ycaman’s report says: ‘Included in expenses 
is the cost of a new locomotive, $9,115; 10 box, 20 flat and 
36 dump cars built at the shops of the company, $31,300; 
land at Southwick ard Northampton, $1,075; steel rails 
and joints, $12,846.85; turn-tables, etc., at Northampton 
and Farmington, $3,731; new iron bridge, $25,290.44, and 
a considerable amount for new side-tracks at various points 
on the road. With the steel rails laid since Sept. 30 there 
is a continuous steel track from New Haven to the Troy & 
Greenfield Railroad and Turner’s Falls.” ‘ 
The report does not mention the fact that a controlling 
interest in the road is now owned by the New York, New 
Haven & Hartford Company. 
The traffic for the year was as follows : 
1880-81.  1879-£0. 
774 40,007 I. 
776 300940 TI. 
6 5,644,750 a 
ee 


Ine. or Dec. P. 
84,767 21. 
5aK86 I> 
32.744 0 
8x,116 24. 
2,340,583 14 


Train miles.......... 
Passengers carried... 
Passenger miles...... 
Tons freight carried. 
| PEE. 

Average receipt: 
Per pass. per mile.... 2.50 cts. 2.523 cts. D. 0.03 ct. 1.2 
Per ton per mile..... 3.00 ** 3.08 * b. 008 * 2.6 

There was an increase in freight and asmall decrease in 
passenger traffic. It is too soon to estimate the effect of the 
new extensions on the business of the road. 

The Iresident’s report says, in conclusion: ‘‘ Five loco- 
motives, 8 passenger cars, 10 box, 20 flat and 36 dump cars 
bave been added to the rolling-steck, and more will be re- 
quired to accommodate the increasing traffic of the road. 

“The northern extension of the road was opened for traf- 
fic to North Adams July 13, 1881, and to Turner’s Falls on 
Oct. 31, 1881. The work of ballasting and on the buildings 





5,612, 
448,450 360,334 
18,705,765 16,365,182 


WADABwWS 





will suon be completed and the extension finished. 
‘‘ Trains are 1unning over the changed track in Hamden, 
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thus saving further danger of accidents and liability for LOCOMOTIVE RETURNS, OCTOBER, 1881. 
amages on the Cheshire turnpike—this latter improvement : . . > 
} costing more than was estimated, it is believed will vindi- Master Mecharics of all American railroads are invited to send us their monthly returns for this table. 
R cate the outlay in decreased expense and increased safety to | ~~~ a. - ‘ 
es ‘ AVERAGE Costin | AVERAGE 
the trains of the company.” = 5 MILEAGE. | Mites Run To TRAIN. CENTs PER! CosT PER MILE IN CENTS FOR | Cost oF 
Natchez, Jackson & Columbus. . 2 2 ¢ | | ¢ | g 2 ; : ? = E 2 |? ? rea 2 $| 4 
ye —— : > 2 | & m4 = a= x 
‘ This company owns a railroad of 3 ft. 6 in. gauge, now Si2;) ° Sieli Ri Brees Si/E|: | g BL. aie g 
4 : 4 - 7 3 |2 | =»; = = Fs = 42): | Bi 
; completed from Natchez, Miss., to Upper Bayou Pierre, 60 NAME OF Roab. ais Sak Si- & Sieigiel:ls:i lf: Bes] : a 2 
miles. Its report is for the year ending Dee. 31, 1881. 3 z ; 1% = gees G2 Be Oe: > fe 3 | BF): | gs 
During the year the road was extended 17 miles, from 2145 eons g 1? |}BIBS Sl eli ti di | 8 Sa]: B| g 
Martin to the present terminus. On the further extension = >: | g : ce Lr tae eee ead Se viiseevay ¢ ae 
of 37 miles from Upper Bayou Pierre to Jackson grading is -1Fi 3 | Se Shh 42 TSE 1 Pe 13 |: 8 |: Ag 
| completed for 28 miles, leaving nine miles unfinished, This : |i $ ® : : | § Ree es.: ¢ i Bi: eo 
H grading and the tracklaying are to be finished in a few a i Sel vo pe ee: ee emenes eens dae ae — x ¥ 
f months. A Allegheny Valley, River Div.* | 139) 41| 98.058) 2,392! 31.76). 20.4 6.37 4.71) 0.60). 6.44) 18.12) ,.., .|e+ +e 
, The gencral account is as follows : mr Grade jp 199 3 by > a ra steeee 3S $33 nee = steers] as os ie l'9'9g 
4 Stock uffalo, Ss. estern*... 63.» 22) 3G.9'")....-.| 20.80, Gs) 0, --| 534 13. 1.65) 2. 
{ Stock. ER ae eee $614,809.50 | Central Pacific, Western Div.+ | 200| 31 94,321, 3/059, 62.4 |: 16.82. | 2.33) 10.94 0.53} 0.93) 704 117 ri 4.30 
By eonens aE 203,700.00 | “Northern & San Pablo Divs.+ | 104} 33} 2,01) 2,813) 43.45)...... 17.23 . 326/16 2h| 0.56) 0.58| 79) 28. 2! Ta | 4.0 
i Floating debt 148,933.69 | Visalia Div.t........ 025 sees 157| 16) 46,817) 2,92s5| 31.06). 21.59. 3.03 22.4.) 0.43] 0.05! 7.26] 33.24 7.10) 4.30 
Y imei rr Tulare Div.t.... ieee sane 12 32 864 | S29 34.12). 18.53 « 2.83) 32.13} ye 0.30) 8.16] 44. 4/1115) 5.00 
WN Fi ied niginscs sapecsinn eee aula ene 443. s Angeles, Yuma, n | 
Road and equipment.... ...............+++ $837,078.06” Diego, & Wilm. Divs.t..... |416] 35) 126,314! 3,609 43.14 15.66 . 2.81/ 25.58) 0.58) °.84) 6,97] °6 26.11.15, 5.00 
Cash, supplies and receivables 117:272.03 Gila Div.+.... 248| 19] 73,189) 3,852) 56.76 18.7 «. 2.18) 19.36| 0.43] 0.15) 69 | -911/11.15 5.v0 
Profit ¢ PP and CCEIVADIES.......++++-. 1309310 Tucson Div.+ 24) 68,600 9'R58 40.26 13.y] .. 2.67) 27 0.63| 0.44) 758 3¥.91 11.15) 5.00 
ANG TOSS... 2.66 cece eee eee eee e ee eee eee aracansy ore Rio Gr’de & El Paso Divs 9 26,304; 2.9 3 58 79 «| LUD s veeces eeeeee 0.84) 18.84) 0.55) 0.74) 7.99) 28.06! 11.15) 5.00 
————_ 967,443.19) California Pacific Div.t...... ri 38,502) 296 : 40.c4). | Babs 1.9) 13.20) 0.40) 0.58) 7.4/2.9) 7.10 4.0 
¥ ey, —_ ‘ » — x 95 RF. 34 27; 0.45) Ou y pee | 4.0 
Stock was increased $244,300 during the year. The bonds ee 42) 121'921 ys 19.74 « 3.59 18 21) 0.45) 0.28 s%, 3287)... 4.30 
consist of $176,200 old 10 per cent. bonds and $27,500 new | Oregon Div.+ 7|  28,707| 3/387) 24 67. 6.04) 9.79) 0.39) 0.09) 7:3 |85.6.). 077") 4.30 
‘ per cent. bonds. The floating debt is chiefly bills payable n mceee Div... 206 4 real 2.775) oe met . 250) $2.00) os) 3 Buy is 7.10) bY -{ 
for rails ‘ ° un v. | 4,2 LOS 39.44 Ae . i} 0.47) 0.2» 8) 35.84) 7.16) 4. 
for rails bought, and most of it will be retired by county) GUM Pace pivd : |219) 28) 91.306) 8,148, 26.79/770..) 15.85 | 6.6 | 2650 0.56) 0.22) Fon] 41-16) 710, 4.30 
bonds due. ; Chi. & Eastern IU, Main Lined | 16v|?57| | 118,188|........ | $1-00).000-.| 1.00). #4°) 5.20) 0.50) | 5.4 | 14.50}... Joe. 
It has been decided to make a new mortgage at the rate ouerre ay ye Rea 2 8 oonees|" S5ail oe cabins 18.00 ee | 1.50) 46) . £40 1093 laud 
$1 ( - mi : » “hi evelan eoeees 4) 208,635) 2.744) 20.09)... 2.) BASU ea) 4 4 8) 1.53) 
of $10,000 per mile, from the proceeds of which the old bonds Glave. Tus. Val & Wheeling. 58) 27] B83 2°68 35.69|.-. | 15:95 180) $4. | 12.641 0:69, 1.6) 
; can be paid off and the road completed. Dela., Lacka. & Western, re | | 
5 The earnings were as follows : Bloomsburg Div.§ . ~ | 80) 28) 76,820) 2.955) ..-.00]. 20] PTS oreee eee ceeeleeeees| 2B eeeee, | 4.64) 7-54)... ae. 
: 1880. Inc. or Dec. P. «. | Erie & Pittsburgh*... 95) 22) 78,512) 2,707) 386 |. ..| 16.45 4.91 6.52) 15.39) 1.9 | 1.91 
Passage $10,582.60 $10,862.50 D. $ rs 07 Grand Rapids Indian . | 382) 43) 138,144 3,213) 38.91) | 1B.22) oes 8.45) 5.58| 19..9) 3.31 25 . 
Weatene 00°. Paes on’non oe 1° ik thes x (linois Central, Chicago Div.| | 360/10») 275,26 | 2.623) 3L.89|......)1 8, 5.24) B81) 15.02! 1.6) 3.25 
te~ Sen 45,782.11 28,625.78 1. 15,156.33 53.0 Middle Div.|............0..005 tor] 19) 17,834 912) 35.07)......) 19.47 +.64| 5.01| 10 76] 1.6 | 3.25 
o Mail, etc.......... 3,104.69 2,366.92 I. 737.97 30.7] Nor i em ... |345) £5) 144,305) 2,624) 3.39 | 13.82 5.45} 5.06) 16.20) 1.66, 4.~d 
cities -—J| Springfield Div.|.. . 14, 81,074) 2.219 $2.13)......| 15.29 er 4 518) 118.) 1.44 80 
prota... veeeeeee$97.469.40 $41,855.20 I. $15,614.20 37.2 0o%8 Div.t is Wait ; = = ee 405 oe voom| ASS as 6 58 yx 3% —_ 
° ses 28.680.£ 2 ¢ 7.2;9.75 ‘ eff., Madison ndianap.*... | 7 2 BL). . 0 | 2) 0.72) 2.6 | %. 
PIES. «2 0 ane sees SSL eS oe St. Jo. & Coun. Bit SH: faces deca Tt Sercera, Reno, patie, hearese inci’ Reesen! Meng. pocsesdrate sfessaeiteree 
_Net earnings. ...$28,788.46 $20,454.01 I. $8,334.45 40.6 | “ake Shore & Mich. Southern, | | 44) 914 461! 0 430| 95.48 ; 7.51| 0.27)......) 6,03] 18.13) 2.6 | 6.69 
Gross earn.per mile.1,149.39 973.38 1, 176.01 18.1] Brie Div.4.... 117) 314,245) 21685) 35. 8) 7.30 6.63) 0.31) .64| 17.65 2.27 5.43 
Net = x 575.77 475.67 L. 100.10 21.0] Toledo Div.#........ 92) 221.62") 2,408) 27.08 . | 988) 0.40) «| 6.5) 20.9 | 2.67, 4.08 
Per cent of ex... ... 49.91 51.13 D. c- es oS Southern Div 4 168 7 6 5887 2,80) 39.6 . 7.97, 0.31) an 128 | 8.10 4.08 
: , te , . Riv. " 697) ----.-| . | wee | 434) 0.76) 83) 16.18)..... 22> 
During the year the road carried 15,091 bales of cotton, pm tady SS First Div re 62) 165,387) 2/668) 28.59). ...| Os 5.24) 18.72 3% 6: $e v.14) 2.09) 2.20 
3,288 being consigned to Natchez and 11,803 through to] Second Div.,** ... ... .... -. | 200 od 76,31) 2,622) 31.86)... a 16.7% = be ay 5.29) 0.4") 6.56) 17.11) 1. &| 68 
New Orleans. The total shipments show an increase of} Memphis Dive. ..-....... 180) | AOS: rer 25,20) .2. kis £16 149. one oe £67) 9)-8)| B44 
7,223 bales, or 91.4 per cent., over the previous year. South & North Ala**......... 36) 2,514) 28.00)......| 14.00) 3.96) 14.9, 6.53 0.36 6.1°| 18.15 1.77 2.5) 
The income account was as follows : Mobile & Montgomery™..... 2/287) 4.05 )......) 13.08 5.36) Lo.sd | F21) 0.38 6.57) 8.82) 2.6u| 2.5) 
: St. Louis Div.**............... 27491| 41.04)... 2°.) 18.07) 3.01) 13.68 | 3.92) 0.36 5.74| 4.24) 1.05) 1.5) 
Wet one, OF GRONG.< 5:5 <a ssccscsanccsedenxelagemess $28,788. 46 2,38:)| 26.67|......) 18.71, 3.08) 14.2/ | 5.16) 0.82 6.32) 18.43 1.34 1.75 
Be eee $970.00 23270! 43.80) ....0./ 12.25, 6.82) 2u.7 661) 0.3 6%: | Dol! 3.20) 1.60 if 
Interest on funded debt .............-2..c0000s 20,022.07 etl Sei . ae : Br : = oa A ire row %.10 ig 
‘ : : 57.65 21) 41 1.56. t, of \ 7 . See 
. ee ne ene nressonssonnteacn x3 assume 8.387) 28.54 /..0...) 124s 23:31 7:22) 0.67 6.21/1;2 | 210 2.16 i 
ial SD crc ccce secs sccscccceseesees e008 : oo 26 045 97 8,579 23.08) 19.70 15.00 ¢.32 0.42) 5.8 eI 2.11 2..6 § 
e —_—— 26,045.97 4,124 44.21 18.62, | 24.20 4.38) 0.43) 5.6 14.94 2.09, %.76 i 
je Gupnies er the ene so ccc d sb paca tiaeceesiee $2,742.49 "123,205 Sor TC | en 2 i Si) OBE Beg) TOF oo: if 
ea Profit and ioss, debit balance, Dec. 31, L880...... . 15,835 59 $,070! B1.06)..... | 9.19).. 9.65) 0.99).. saa 8 00) 3.84 ; 
| caamaia| (ili Bg Seta aa) 260 sore: ; 
i “i « « « Belvi: » Div.+. < 2D | eee eee .15).. 90 . .- AL | , 
_ Balance, Dec. 31, 1880.......-........s:seeeeeees $13,008.10 | Belvidere Div.tt........ B24] 20.00|...--| 18-40! 000) 02. 36] 1:2 | 2.80 mY 
Expenditures on improvements of old road were $2,421.41 ;] Middle Div.4+ S615 28.48 seve] eH See) os “ 2. eo 4 dah 
vartuiaiiel : age 20K OR. = 1 171) 40.51... | < 3. . - f ¥ 
on extension of the road, $261,411.28 ; on new equipment, — bh Divit 2'817)| 24.46 ......| 10.66. 5.00) O.86|., a | 12 | 280 i 
se. ‘ Tyrone Div.+ 2,229) 2u.13)......| 15.53). | 6.10) 0.6,): 12:2 | 1.2¢| 2.80 i 
Work on the road was delayed Sy the failure of rails to| West Penn. Div.t+.... zas 20.98 saan’ 20.41 ie ‘. 1a) a0 ‘s - 99 1.20 4 | 
} arrive when promised. The iron is now on hand to complete | Lewistown Dp _". 1'931, 29.80 19:30 410| 03 "1137. | 120] 286 k 
the road to Jackson. The Iccation of the extensionfrom| frederick Div.ti... : 1,954) 29.24 21.47 42| 0.6 ‘| 72 | Lu) z80 + 
Jackson to Columbus will soon be begun. Monon abeie Div ; 54 32,704) 2,520) 40.60 “| 12.76 .. 3.00} 06 |.. 7.89) 1.2 | 2.84 it 
i > 5 . ha \. ary | i! 
During the year a baggage car, 4 box and 15 flat cars were > ance — and | 70! 218,936 s,128| 43.67)......| 10.29 48°] o 9.0C| 2.00! 2.56 4 
built. A large number of cars are to be added during the} Gentrai Div 4.000210. + lessee] 28) 40,822) 1380) 37.19)......| 10.04) 54) 06 -| 12.7 | 2. 0) 2.62 
current year. Delaware } Div Hs OR: 17, 33,821 1,00) 46.4.)...... | 11.96 4.5'| 0.5 9.2 | 200) 2.56 | 
Larger depot grounds at Natchez and suitable repair shop | Pitts., Ft. Wayne cago, ‘ Pore ‘ . 6 5 
: : : een cecal 151) 490,591) 3,249) 35.29)......) 17.86 5.40, 17.20; 2.963) 0.932] 3.00 7.18) 0.69 16.58) 1.8 | 1.81 
are to be provided. Several iron bridges are needed to re-| RaSterm TAN-*;---+-s+eeeeseres Belinea) dea'onz| 31650 384 |...2"| 19.10 6.70 28.40] 1829 0.93 2:35, 47s. U8? ib. | Loo] Lod i 
place wooden ones on the line. St } Raia | | eon . ; 
hy thes F = . P .027| 3,282) 42.14]......, 1276 4.92) 18.08) 2.467| 0.969) 3.63] 4.81) 0.78 18.11] 1.95) 1.7 o 
Besides the cars built by the company, one new passenger preys 3,108) 25.98 oat 18.70, 6.35) 19,22) 2840 0.900, 6.3.) 4.03) 0.5. 19.64] 1.00 +3 aM 
car and a new locomotive were bought. | | | # 
837,057) 3,272) 31.12). sone] 18.70 2.98) 5.04) 0.47). 14.61] 1.50) 2.59 a 
50,444) 2,18] 36.54 sooree] BOS We 2.54] 11.00] 0.70}. -| 14.20] 4.00] 3.76 
| | 


Huntingdon & Broad Top Mountain. 








| 
| 
| 
| 


™ Switching engines allowed 6 miles per hour; five empty cars 
rated as three ed ones. 

++ Engineers’, firemen’s and wipers’ wages not included in cost. 

The ton of coal is 2,00u lbs., unless otherwise noted; 25 bushels 
counted to the ton. 

Repairs generally include all shop expenses. 


* Five empty cars rated as three loaded ones. 

+Switching engines allowed 6 miles per hour; helping engines, 
actual distance run. 

+ Switching engines allowed 6 miles per hour. 

§ Fuel not estimated. 

| Two empty cars rated as one loaded one. 


This company owns a line from Huntingdon, Pa., to Mt. 

} Dallas, 45 miles; the Sandy Run Branch, 3 miles; Six Mile 

Run Branch, 5 miles; Shuup’s Run Branch, 9 miles; making 

62 milesin all. The report is for the year ending Dec. 31. 
The stock and bonds are as follows: 





























—e $368.67 ; net receipts, $830.48. 
ayments from net earnings were as follows: 


Net earnings, aS ADOVE.... ......ccccecsceees enhag eens $165,712.40 
Interest on bonds........ 4. Showpenehaee aiebs decks 89,920. 
MMMM 5) -citeicicisathits wren « cccee - 0c $75,702.40 











to the line of the Chicago, Milwaukee & St. Paul Railroad, 
a distance of about 56 miles. Twenty-six and a half miles 
were put under contract in April, but a rainy season setting 
in, the contractors failed in their contract, and left us 














*{ Three empty cars rated as two loaded ones. 
- COI NINE 6 a. cncsas da caneeashankcenwais auheann thee | FR eA el eer aa en 
4 —— ong Jag odes eaten’ 1,197,200 | ~ ———— ? - ee ee ee ee E . Se ee 
) rirst-mortgzage bonds. 7 per cent..........-... $416,000 This balance was sufficient to pay 6 per cent. on the pre- before winter seven miles of the road, includ- 
Consalidnted bende, 6 por analy “ci aiganione 1 pretend ferred stock, but the directors deemed it best to wait until | ing all the difficult part of it, and have the remainder of the 
) ; ene se «9.186.500 | such a surplus is on hand as will secure regular psy- 26 miles graded, and all the material for its completion on 
i) ______ | ments. , | the ground and paid for. This ortion we expect to com- 
; Total... 2.2... ceecceee cecesseserceseee coeetes -$4,313,600 | The coupons on the old consolidated agen og been | > 9 z uly 2 = mess me gate on the extension 
. The consolidated mortgage bonds replaced the old consoli-| funded up to April, only one coupon was paid on the new | to Jan. 1, without counting the cost of any equipment, has 
; dated 7 per cent. bonds e “xf cate die on the same time un.| consolidated bonds. The full interest charge this year will | — as and the vt. veguives to nich the ist 
3 i ns 0 April 1, 1 i be $124,995. } L es will not probably exceed the amount origmally 
; on eae naa up to April 1, 1881, were funded in preferred The construction expenditures were $13,997.22, chiefly | estimated. The remaining 30 miles has had but little grad- 
The traffic for the year was as follows : for new station buildings, new water stations and filling | ing done upon it, but the materials are all contracted for. 
1881 1880 Increase, P.c, | trestles. and some of them, costing about $40,000, are on hand and 
Passengers cairried......... 77,541 73,338 20" 4 5.7 = for. oe the purpose RK gm _ so of this tet 
‘ 1 freight..,.... 58,539 54,707 3,832 7, i a" " nsion there were negoti e pean marke’ 
5 Tons eens and sie iid ” ™ Des Moines & Ft Dodge $600,000 of 6 — ne yoy ore py a ion 
WON svccvsmsacaesacrs eos 106,464 92,915 13,549 14.6 F i ines. Ia., to Ft, | the extension, limited to A a mile, with $2, a 
7 Cost: - Dodge ‘S4 miles. An ph mop of 36 ~" under con- = ~F equipment, — ee Ard be advanced only as 
‘ ~ 5 79 Ay 
8 Cumberland: ..22222.1.1.271S1800n 2435503 71io8 202 | Suction, te ear ending Dec, | At the same time the building of the extension was com. 
“ Total 1 512.420 417.330 101 a s menced it was considered economy to replace the iron on the 
3 ‘otal coal............. .. 518,42 7, 090 24.2 a or | main line wi.h steel, and during the year, in addition to the 
“ The totul tonnage moved was 683,423 tons, against or 7 500 tons we bave been accustomed to lay annually, the cost \ 
i 564,942 tons in 1880, an increase of 118,481 tons, or 21 1881.__ 1880. Inc. ooDes. P ¢. | of which is shown in the repairs of track, there has been f 
- per cent. Freight........ ... steeeeeees Sa eae 1 S36 88 30'¢ | laid 38 miles of 56 Ibs. steel rail, at a net cost of $182,297, 
“4 The Broad Top coal is mined ov the line ; the Cumberland | {@S7°DE°PS:--- --------7 OR NEE — fo'g90 Dp, 21164 21.0| TO meet this expense there were sold at par 100 of the : 
‘ coal is received at Mt. Dallas, carried over the whole length a aaa ae ~~ -__ | company’s 6 per cent. coupon bonds unissued, and 50 of its 4 
of the main line and delivered to the Pennsylvania Railrvad SOE pe 1,532 $324,725 I. $76,807 23.6 | income bonds at 80, thus realizing $140,000, which nearly [ 
* at Huntingdon. ye eee 228,988 180, I. 48,184 26.6] paid for the steel and its fixtures, the balance being paid ; 
7 The earnings for ae “= te ener : ae in aie ic: 3172544 $143921 1 $28, 2a 1 6 ‘ trom the earnings. f 
; : ne. or " -C. 7 23. ; 
en ae $185,591.19 $180,003.62 I. $5,587.57 _3.1| Gross earn. per mile....... ee 341 18:9 eteniens & Settee Genet 4 
Other freights.... 98,434.84 85,993.72 I. 12:441.12 14.5| Der cent. of expenses....... 57.03 55.68 I eee “4 ace 9 4 
c. Passengers........ 40,553.84 36,743.39 I. 3,810.45 10.3 hic dead rece ; ; ; : 
— pe ae 8,073.23 10,292.18 D. 2,218.95 21.6] The income account was as follows : This company has issued the following brief summary of b 
8 "$332.653.10 arr oar eee ee $172,544 | its income account for the vear ending Dec. 31, in advance 
5 arenes seis ty so Seas 4 ary -4 Me Receipts from land sales...........--- 200+ ees eeeeeeeeee 15,282 | of the publication of the full report: : 
3 — -———— a nm Total ($187,826 | _, Receipts: $8,040554 $7,402544 $1 odd O10 30% i 
y, FY = » =o) RQ oy] —_——— LOT. ww eee wc eee c cree ee enees soresesscesees serece eee! her t 3 , i J : 
2 Grows carne” per Or 40 $152,884.81 T. $19,927.59 8.7 paig trom earnings for now steel tails... ..... any EeTYeS 4673436 ” "731404 15:7 4 
6 milo .......... SS0537 500808 L snes @s| Seorestcnccupen and eptencten Renée... ....- py 44 Miscellaneous.....---- 377.613 448569 1291044 28:8 5 
Net at Sno ae Cai | ARE eee ee 55, sores a é 
n Tile... 2,672.78 +=—«-2457.82 1818.96 8.7 actcnnceed i $14,920,007 $12,524,549 $2,404.458 19.9 : 
6 Per cent. of exps. 50.18 51.32 D. Les... . : 7 Expenses of all kinds. 9,481,729 7,913,507 1,568,222 19.8 * 
wh Ps 4 of $95,721.73 for tra see Balance, stirplus... .........0.e seen erence cree ceteee $17,002 Pieces 1rd — 
e expenses were made w 5,721.73 for ns - : ‘ . = 2 ¢ 
tion : $53,562.88 for maintenance of road and $17,656.09 ‘The report of Mr. Charles E. Whitehead, the President, | _ Net earnings. --.. $5,447,278 $4,611,082 $836,236 18.1 
for taxes, salaries, Philadelphia office and general expenses. | says of the extensions: ‘‘ With a view of obtaining — : aetiie. 71... o5e 0s 3,344,814 3,259,619 85,195 26 
Receipts from collieries and coal lands were $1,199.15; | business, an extension of the road was projected early in Pes. —_ 
the year, extending from Tara, near Fort Dodge, northerly | gurpjus.............. $2,102,464 $1,351,423 $751,041 55.6 


In 1880 no dividends were paid; in 1881 dividends 
amounting to 6 per cent. were paid, taking $1,200,000 from 
the surplus, and leaving a balance of 464 to profit and 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THE RaILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EprroR RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materially 
assist us in ing our news accurate and vo if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 

cially annual reports, some notice of all of which will 


Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to owr 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 








BLOCK SIGNALS. 





There are probably more railroad managers in this 
country seeking information about railroad signals at 
the present time thanever before. This is in part due, 
no doubt. to the fact that there are more managers: 
but making allowance for this, the more precise state- 
ment that a larger percentage of them are interested 
in the subject than ever before is probably true. There 
is a number of reasons for this. chief of which is the 
occurrence of an unusually large number of collisions. 
one of them of a very disastrous character. Probably 
this frequency is the result, not of what we call ac- 
cident, but of some cause or the action of some law 
or laws which at first are not recognized. That the 
number of rear collisions will increase more rapidly 
than in proportion to the number of trains is certain, 
as we have endeavored to set forth in our review of 
the train accidents of 1881 in this number. 

The risk. if it was laid out graphically. might be 
represented by a curve, which, at its beginning. 
would vary little from a horizontal line, but with the 
increase of traffic would rapidly approximate to a 
vertical. The great additions which of late have been 
made to the traftic of our lines have doubtless caused 
the ideal collision curve to rise at a rate not heretofore 
reached, and thus it has attracted attention. 

The deduction. which was, we believe, first formu- 
lated in these coluwns, that it isimpossibleto have the 
order for protecting the rear of delayed trains by send- 
ing out brakemen enforced with any reasonable de- 
gree of certainty, has also led railroad managers to in- 
quire very earnestly for other and surer means of secur- 
ing safety in such cases. This is no new problem, but is 
almost or quite as old as railroads themselves. The 
means by which safety may be secured have been in- 
dicated long ago, and perhaps no clearer statement of 
the question and its solution could be given than to 
quote the testimony of Col. Geo. Wynne, one of the 
British Board of Trade inspectors, given before a select 
committee of the House of Commons appointed to in- 
quire into the causes of accidents on railways and 
which reported in 1858. The testimony was as fol- 
lows : 

“* Question.—Sup any unforeseen accident to pecur to 
the express train, which you started five minutes previously 
to the de re of a slow train, which broke down in the 
middle of the line, what would be the precaution to guard 
against the collision which must ensue if the slow train were 
not stopped in time ¢ 

“ Answer.—The best precaution that is adopted now is the 
electric telegraph; working trains by means of the electric 
telegraph; that is to say, dividing the line into certain 
lengtbs of three or four miles, and having a_ telegraphic 
communication between these points, and allowing no other 
train to enter on that division until it has been telegraphed 
back that the first train has passed the advanced station. 

** Question.—Are we to understand you to mean that 
there isa telegraphic wire at each station, and that the de- 


parture and arrival of the trains are duly telegraphed from 
master to master 7 
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** Answer,— Yes, from each station; we will commence a 
station, we will say here; there is another tbree miles on; 
when a train starts froin this town to the first station, the 
very moment it passes that station they telegraph back to 
say that the line is clear, so that they may start off a second 
train, and so continuously; after it passes No 1, as soon as 
it has passed No. 2, No. 2 telegraphs back to No. 1 ‘Line 
clear,’ and so it goes on.” 

There can no longer be any doubt that on lines with 
any considerable traffic safety can only be secured by 
the use of the telegraph to indicate to those running 
the trains whether the line is clear or not, and that the 
block system in some form or other must be employed. 
The great obstacle in the way of adoption of this sys- 
tem, however, is the great first cost of equipping a line 
with the requisite stations and other appliances: but 
more than this, the enormous expense of working the 
system makes its use prohibitory unless a road has a 
very large traftic. Some idea of the cost may be formed 
from the testimony given before some of the parlia- 
mentary committees on railroad accidents. 

In 1873 Col. Yolland testified that *‘ the expense per 
mile of starting the block system must depend en- 
tirely upon the amount of traftic, and hence on the 
closeness at which the block stations must be placed.” 

Captain Tyler testified that the total cost on the 
Southwestern Railway for the first outlay in applying 
the block system was £125 ($600) per mile, and half as 
much per mile per annum of subsequent revenue ex- 
penditure. On the Midland line the additional ex- 
pense incurred for construction, maintenance and 

working of 50 miles of double line between London 
and Bedford on the block telegraph system, as com- 
pared with the same portion of the line worked with- 
out that system. has been found to be at the rate per 
mile of £52 16s. 7d. ($257) for! construction, and 
per mile per annum of £29 1s. ($141) for mainte- 
nance and working. He said further that “the 
expense of the block system increases very 
much in proportion to the amount of traffic 
and the number of men necessary to work it. the 
number of cabins. and the number of instruments to 
be provided: bit still more in the extra accommodation 
which is required fer working the tra. c. On lines of 
very small trattic the expense is not a very great mat- 
ter: it is merely having an instrument at each station, 
to be worked by servants of the company already 
there.” 

Mr. Cockshott, Superintendent of the Great Northern 
line, gave the cost of maintenance of an ordinary 
signal box, with its signals, with two men, including 
wages, at £200 per annum ($973), with three men £270 
($1,314). The longest block circuit was 34 miles. the 
average length 13. 

Mr. Owen, Engineer of the Caledonian Railway, 
gave the cost of establishing the block system on that 
line. in which the stations average 44 miles apart, at 
about £16 ($77.87) per mile per annum. 

Mr. Needham, Superintendent of the Midland line, 
testified that the working expenses are enormously 
increased by the block system. The maintenance of 
the working parts of signals on the old system was 
£2 10s. ($12.16) per mile per annum: under the new 
system it comes to at least £10 ($48.66) per mile. 

Mr. Fox. Engineer of the Bristol & Exeter Railway, 
assuming that line to be in possession of all the 
ordinary appliances of signals and signalmen. esti- 
mated the cost of adding the block system at some- 
what under £40 ($194) per mile. The cost of a block 
station, not including telegraph wire. he estimated at 
£193 ($940), and the cost of maintenance, not includ- 
ing interest on the first outlay at £10 ($48.66) per mile 
per annum. 

Mr. Allport, at that time General Manager of the 
Midland Railway, gave the cost of establishing the 
block system on that line at £120 ($584) per mile, the 
cost of its maintenance at £27 ($133), and wages of 
men at £60 ($292) per annum per mile. 

While these figures will be of very little assistance 
in determining the cost of the block system in any 
given case, they nevertheless show that the expense 
of introducing and working it is so great, as was re- 
marked before, as to make its adoption impracticable 
over the whole of any of our lines, excepting those 
having a very great amount of traffic. There are 
many railroads in this country on which 
trains, and on 


there 
which the risk 
of collision is so slight, that appliances as 
expensive asthe block systemare quite out of the 
question. There are others, it is true, with so much 
traffic that the introduction of that system should not 
be delayed a day longer than necessary. But there is 
a large class of roads on which the traftic is so creat 
that the ordinary methods of signaling no longer in- 
sure safety, but which cannot, at present, afford the 
outlay of introducing and maintaining the block sys- 
tem. What should be done in such cases? 


are so few 





It should be said that the great obstacle in the way 
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of the introduction of the block system is not its first 
cost but the enormous expense of wages for signal- 
men, when the signal stations are placed near to- 
gether. In the next place it should be kept in mind 
that the system of train dispatching or running trains 
by telegraph orders may be an absolute block system. 
As a matter of fact. to avoid delays to trains, the lat- 
ter are run on the permissive block system, that is, 
more than one train is permitted on the same section 
at the same time. When the distance is great between 
telegraph stations, if this was not done it would be 
necessary to hold a following train at each station 
until the preceding one had reached that beyond. To 
make this a little more clear, suppose that we have two 
stations. B and £, fig. 1, and that trains are running 
from right to left. If a train arrives at EZ when there 
is another on the section B E, then to operate the line 


B E 
Fiz. 1 
met 
B c a 
n n a 
Fig. 2 
m 
a B ‘ d BE 7 - f 
n n n n = 
Fig. 3 


on the absolute block, the second train must be de- 
tained at E until the first one arrives at B, and E is 
notified of that fact. Supposing the distance between 
B and EF to be, say 24 miles, it is plain that the delay 
would be only half as great if an intermediate tele- 
graph office, ¢, fig. 2. were placed between them. and 
only one-third as great if two such stations. ¢ and d, 
fig. 3. were interposed. It should be noted that so far 
as absolute block working is concerned, it does not mat- 
ter whether the signalman at E gets his information 
about the position of the preceding train from B, 
as he would under the English system. or whether 
B telegraphs to a central train dispatcher’s office from 
which F gets his orders, as would be the case with our 
American method. The latter has the advan- 
tage that it puts all the signalmen’ under 
the direction of an intelligent chief. who has the 
record of all the trains on the road before him, and he 
is thus able to direct their movement to better advan- 
tage than a person with less intelligence and expe- 
rience. and who only knows of the movement of those 
which pass his station. 

If, however, it were necessary, in order to work a 
ruad on the absolute block system without delaying 
the traffic too much, to double, treble or quadruple 
the number of stations, it would be necessary to in- 
crease the number of signalmen in the same _ propor- 
tion, with the consequent expense. 

To get over this difticulty various automatic signal 
systems have been devised of late years, which do not 
require attendants at stations and which are worked 
by the passage of trains over the rails. These systems 
are, however, still on trial, and although they have 
met with various degrees of success, yet the form 
which the signal system of the future will assume in 
this country cannot yet be foreseen with any degree of 
certainty. 
that it will be entirely automatic in its action: but 
the fact that our system of running trains by tele- 
graphic orders, which is not very expensive, 
could be converted into an absolute block system 
by simply increasing the number of telegraph sta- 
tions, suggests the question whether the advantages 
of the latter could not be attained by combining 
features of some of the automatic systems with that 
now in use on most lines. Thus supposing that an 
automatic signal, ¢, fig. 2, were placed between the 
two stations B and E, and that besides the ordinary 
telegraph wire m connecting the two stations there 
was other communication, n. frome to E, and that when 
a train passed c by an automatic instrument it would 
notify £ of that fact, obviously E could then safely 
allow his train to go forward to ec, even though there 
was another on the section ¢ B. If when the latter 
reached B he could by electric communication display 
a line-clear signal at c, then the second train could 
safely proceed to B. 

Or two stations, c and d, fig. 4, might be placed be- 
tween Band £, and when a train has left E its sig- 
When the first 
train has reached c, B would be apprised of the fact 
by automatic apparatus at c, and could then notify £ 
by the telegraph m or through a central office #, and 
would then lower the signal at d for the second train 
to go on to ¢, and when the first one arrived at B the 
signalman there would give a line-clear signal at ¢ for 
the second train to come on. Such an arrangement 
would place an automatic signal on each side of each 


Past experience does not give assurance 


nalman would proceed as_ before. 





station, under the observation of the signalmen at the 
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stations, who could report its condition and any 
failure to perform its functions. In the latter case, if 
the road was operated through a central dispatching 
office, trains could be controlled by special orders 
whenever such failure occurred. 

Of course, when the number of trains reaches a cer- 
tain limit, the train order system must be abandoned, 
and the absolute block worked by signalmen alone 
must be adopted, and there are many lines and parts 
of lines in this country on which this should be done 
at once; but on many the great cost of the block sys- 
tem will prevent its adoption long after it is needed, 
unless the expense of working it can be reduced in 
some way. 








TRAIN ACCIDENTS IN 1881. 


In our issue of Jan. 20 we published our record of 
train accidents in December, and with it a table of the 
total number of accidents and of the killed and in- 
jured each month in the year. These statistics we 
have collected and compiled as heretofore for nine 
years, chiefly from the newspapers, and they make no 
pretense to completeness. Only, papers from all parts 
of the country being searched for reports of accidents, 
and nearly all accidents that result in death or severe 
injury or in considerable destruction of property or 
great interruption of traftic being reported, we may 
assume that the record covers nearly all the more 
serious accidents. 

We noted last year a sudden and great increase in 
the number of accidents in the last five months of the 
vear; not only over 1879, but over any previous year, 
which was the more remarkable because for several 
years previous to 1879 there had been a marked de- 
crease in the number of accidents. Now this growth 
in the number of accidents continued through the 
year 1881. The number in each month for nine suc- 
cessive years has been : 

Number of Train Accidents Each Month for Nine Years. 
1873. 1874. 1875. 1876. 1877. 1878, 1879. 1880. 1881. 
7 113 62 223 





January .... 178 108 131 60 147 75 

Februery.... 133 90 21L 91 S56 67 88 64 149 
March... .. 112 88 122 109 #58 49 61 65 113 
Ts ee 10L 59 60 56 69 46 5 71 63 
MAY wcccccoce 79 #89 54 640 46 02~CO0s 837 46 85 
June ¢ 83 61 52 49 5 56 7 

July $0 64 73 7 53 54 81 78 «102 
August...... 150 73 114 78 98 7% 7 112 129 
September... 106 89 116 106 84 76 78 124 144 
October...... 88 81 88 103 82 61 104 120 131 
November... 76 82 87 96 83 68 86 145 133 
December... 80 74 84 88 66 63 69 135 113 


Total. ....1,283 980 1,201 982 891 740 910 1,078 1,458 

The total for the last year is 35 per cent. more than 
in 1880, 60 per cent. more than in 1879, and 97 per 
cent. more than in 1878. We are accustomed to boast 
of our great increase in mileage, earnings, and the like; 
but progress of this kind, by which the number of 
train accidents is nearly doubled within three years, 
isa matter for shame, and not to be adequately ex- 
plained by the increase in mileage and traffic. The 
mileage operated was not more than 8} per cent. more 
in 1881 than in 1880, but the number of train accidents 
was 35 per cent. more. To find accidents as numerous 
in proportion to mileage we have to go back to 1875 
and 1878, when the country was full of new and very 
imperfectly built roads, and the older roads them- 
selves were not in nearly so good a condition as now. 

There was one very good reason why the number of 
accidents should be exceptionally great in the first 
quarter of the year, namely, the very cold and snowy 
winter; such weat her being always attended by a 
great increase in accidents. The severe winters may 
be picked out in the above table by the large numbers 
of accidents then occurring. Last year no less than 
485 accidents occurred in the first three months of the 
year, against 191 in 1880 (when it was very mild), and 
by far the larger part of the increase in 1881 over 1880 
was in these three months. In the last five months of 
the year the number of accidents was nearly the same 
in 1881 asin 1880, this being the period of great in- 
crease in the latter year, and, except in December of 
1880, there was nothing in the weather to make the 
number of accidents unusual then. 

While we cannot find any adequate excuse for the 
recent great increase in accidents, there is good rea- 
son why they should have increased faster than the 
mileage or the traffic. As in other things, complexity 
increases, not in proportion to the number of parts, 
but in a much faster ratio. Within three years traffic 
has increased greatly on most railroads, and the in- 
crease has been accommodated by increasing the num- 
ber or the weight of trains, and usually by both. Now, 
it needs no argument to show that a road with one 
train daily runs no risk of a collision; that risk is not 
doubled, but increased infinitely, by adding one train. 
Then first a collision becomes possible. And the ad- 
dition of a third train increases the danger of col- 
lision not simply one-third, but probably more nearly 
nine times. If we have had trains when on time two 
hours apart, a train must get two hours behind time 
to get in the way of another. If we reduce the inter- 





val between trains, or between some of them, to one 
hour, the probability of its getting on to the time of 
the next train is increased several times. 

Now a very large part of the recent great increase 
of traftic has been on lines which heretofore had a 
very light traffic, and offered comparatively few op- 
portunities for rear collisions. Their methods had 
been found to suit their old traftic, and many of their 
officers had no experience in managing a larger one. 
Methods and officers fail under the pressure of an un- 
accustomed traffic, though with any regulations and 
any officers there would be a considerable increase in 
accidents. 

The increase in the number of victims of train acci- 
dents has not quite kept pace with the increase in the 
accidents, but they are still much more numerous in 
1881 than in any other year. The number of acci- 
dents, of those killed or injured, and the number of 
killed and injured per 100 accidents. has been, for nine 
years : 

—Per 100 accidents.— 


Year. Accidents. Killed. Injured. Killed. Injured. 
aa EE 1.283 2 1,172 21.5 90.1 
_. ae 980 2 778 20.8 79.4 
a 1,201 234 1,107 19.5 92.2 
, = 982 328 1,097 33.4 1117 
Se 891 214 1,047 24.0 117.5 
ea 740 2 756 27.6 102.2 
re 10 185 709 20.3 78.0 
1880....... 1,078 315 1,172 29.2 108.7 
DORs a ssnas 1,458 414 1,597 28.4 109.0 


The average fatality of accidents, though less in 
1881 than in 1880, was greater as respects the number 
killed than in any other year except 1876 (when the 
passenger traffic was exceptional), and as respects 
the number injured the average has been greater only 
in 1876 and 1877. This is not governed by mere chance. 
American invention has been especially fertile in 
efficient appliances for mitigating the effects of acci- 
dents which they do not prevent. That is the effect of 
our strong car-bodies, of rigid platforms like Miller's 
and Blackstone’s, and one of the effects of continuous 
brakes, which prevent many accidents, truly, but very 
greatly mitigate perhaps as many as they prevent. 
These appliances were perhaps on as large a proportiou 
of the passenger equipment in 1876 as afterwards ; but 
we cannot trace their effects in the average fatality of 
accidents. 

In the accompanying large table we present the 
accidents in the several causes classified according to 
their nature and causes : 

TRAIN ACCIDENTS—THEIR NATURE AND CAUSES, FOR 
NINE YEARS. 











_ _ _ > - = _ os — 
ew a we ae oe a oo 
as S % 2 S os x 

COLLISIONS : 

“ee 274 206 142 159 159 141 131 187 
Butting......... 141 86 70 96 94 104 87 102 
Crossing 22 417 7 Ld 15 18 19 3L 
Unknown.... .. “* on 1 1 as =e 15 23 72 

Totalcollisions 536 437 310 220 268 279 278 260 392 
DERAILMENTS : 
Broken rail..... 85 4 56 17 #46 #50 107 #42 «4111 
Loose or spread 
| Sr 29 2.1 @w 41 4 40 16 13 
Broken bridge 
or trestle..... 44 16617 #=«2l 2l 2 26 «633 19 


Broken or de- 


fective switch 5 5 2 1 6 4 15 12 10 
Broken or de- 
fective joint.. 4 2 2 1 10 5 3 
Broken or de- 
fective frog.. 2 2 aa 2 2 3 s s 4 
Bad track...... we ‘e ne a“ vis 4 13 7 
Total defects 
of road..... 169 89 94 72 118 125 206 129 = 167 
Broken wheel. 58 21 32 5&6 12 2 33 20 26 
Broken axle... 50 é 30 #18 +43 «#38 39 «20 21 


Broken truck.. 10 7 ll 18 & 10 15 s 7 
Failure of coup- 
ling or draw- 


Pe is 1 -4 4 1 1 5 7 BY 
Broken parallel 

or connecting 

cian sntace 1 eons - ~ 5 
Broken car..... 1 Do. ks 1 1 < 3 : 
Loose wheel ... 4 a 2 1 } 3 4 2 
Fall of brake or 

brake beam.. a ie a oF as os és 4 9 


Total defects 
of equipm’t 124 64 66 41 66 76 #100 G8 73 
> 


| Mispl’e’d switch 85 80 80 48 70 BY = 
Rai 


removed 
for repairs.... 12 4 4 
Making flying 
switch : 


ou 
bel} 
~ 
Zz 
~~ 
= 
4 


paseee 1 1 2 4 1 
Runaway en- 
SNCs has. 1 5 ! 2 1 3 1 6 
Run’‘ng through 
siding........ 3 5 3 6 3 6 2 3 3 
Open draw. .. 2 1 2 4 4 3 2 6 q 
Careless stop- 
ping and 
starting...... os 1 oe és - Pe is 3 
Overloading 
CBP... - core. 000 1 1 3 
Bad switching. : =i 2 
Total negli- 
gence in 


operating.. 104 9 90 6 8&5 108 100 8 101 
Cattleon track 42 4: 35 30 43 «46 Sl 45 54 
ste 15 8 2 13 2% 16 ¢ 13 9 


Wash-out...... 18 17 1 #36 =#«17~=~«(O40 44 10 30 
Land-slide..... 14 4 7 4 il 9 ll cs. 4 
Accidental ob- 
struction..... 45 2 24 2 2 36 37 Sl 44 
Malicious ob- 
structions... Ii Sn Bw RB 21 2 11 
.. ‘ 3 3 1 2 2 7 i an 
Manontrack.. : .s oh a * 2 
ood =6over 
BEBO... 00.00 ° 2 
Total unfore- 
seen ob- 


structions.. 150 108 113 125 131 160 207 141 152 





~ - — ~ ~ ~ 
% ow an @ a 
a ee ee eee Fe 
Others(leach) .. 1 2 3 q 1 5 10 7 
Unexplained .. 310 237 192 175 177 185 222 218 315 
Total derail- 
ments...... 857 597 557 481 581 655 840 655 815 


ACCIDENTS WITHOUT COLLISION OR DERAILMENT : 
Boiler explo- 


GEOMB...020020 14 4617 ll Wb (WY “60C«@i4 16 
Cylinder explo- 
eS 1 3 1 1 3 3 6 3 


Broken par- 

allel or con- 

necting rod.. 21 13.15 411 18 7 14 58 11 
Broken axle... 1 1 we : is ss 
Cars burned 

while running 8 6 4 1 ; 10 16 2 
Broken wheel.. 20 ¥ ie ke as i 
Broken tire... ny] 
Other break- 

ages of roll 

ing stock.... 
Failure of 

bridge or 


trestle. ..... ne ve a on - 2 
Mass falling on 
running train ei ‘ ‘ ss 1 1 - 2 2 
Accidental ob- 
struction. .... BY ‘ “ - , 11 
Malicious  ob- 
struction... . = 1 me 1 P 1 re a ¢ 
Unknown..... ae a . ‘ “. me a 2 9 
Total without 
col. or de- 
railment... 65 44 #48 3) 42 «48 83 «66 76 
RECAPITULATION. 
Collisions. ..... 536 «437 «310 220 268 279 278 260 392 


Derailments.... 857 597 557 481 S81 655 840 654 815 
Other acci- 
dents suas 65 44 #43 30 #42 «+48 83 (66 76 


Total ....1,458 1,078 910 740 891 982 1,201 980 1,283 


Our classification may help us to ascertain the cause 
of the great increase in the number of accidents. 
Compared with 1880 we find that of the whole in- 
crease of 380 in the number of accidents, 92 were rear 
collisions, 80 derailments from defects or breakages 
of permanent way, 60 from defects or breakages of 
rolling stock, 42 from unexpected obstructions, 72 
were unexplained or unclassified derailments, and 
there was only an increase of 6 in the number of de- 
railments due to negligence or faults in operation such 
as misplaced switches, removing rails for repairs with- 
out warning trains, etc. 

Now there was an increase of 43 in accidents from 
broken rails, and the whole of this increase was in the 
very cold and snowy months of the first quarter of 
the year. There was also an increase of 75 in the ac- 
cidents caused by broken wheels and axles, and of 
129 such accidents in the whole year 76 occurred in 
these same three months—more than in the whole year 
1880. We may charge the increase in these accidents 
to the weather, as also most of the increase of 42 acci- 
dents by unexpected obstructions. This accounts for 
perhaps 150 of the total increase of 380. But the in- 
crease of 99 in collisions cannot be accounted for in 
that way. 

Nor do we mean to intimate that the derailments 
charged to breakages or failures of road or equipment 
were not, very many of them, chargeable to negli- 
gence of the eompanies or their officers, only that 
with equal care both years, the bad weather of 1881 
would probably account for the chief part of the 
increase in accidents from these causes. The unex- 
plained derailments were probably largely due to 
snow and ice, as we infer from the fact that an un- 
usually large proportion of them was in the snowy 
months—114 in the first quarter against 60 in the 
third quarter of the year. 

The most remarkable feature of the year is the 
great and alarming increase in the number of rear 
collisions, and this we cannot charge to the cold win- 
ter. for they were not so numerous then as later, 
averaging 44 per month in the last five months of the 
year, against 28 in the first three months, and 21 in 
the first seven months. There was a third more in 
1881 than in 1880, three-fourths more than in 1879, 
and more than twice as many as in any other year 
since 1873. Of course the increase in the mileage of 
roads worked accounts for part of this increase in 
rear collisions; but the increase in mileage was not 
more than 9 per cent., and the increase in collisions 
was 33 per cent. Something, as in other accidents, 
must be charged to the increase in mileage of roads 
and of trains, but more, probably, to the sudden 
increase of the number of trains on many roads, 
which, as we have endeavored to show above, increases 
the liability to collision much more than in proportion 
to the increase in the trains. 

Of butting and crossing collisions the number is not 
much different from that of the year before, though 
much larger than in earlier years. 

Among the derailments, the great number caused by 
broken rails can be charged chiefly to the terrible win- 
ter. Indeed, the number in the last nine months of 
the year was but 27, against 38 in 1880 and 22 in 1879. 
The great contrast between the cold and the warm 
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months of the year is again signally illustrated in the 
number of rail breakages, as appears below: 


Accidents from Broken Rails in the First and Third Quarter 
of the Calendar Year for Nine Yerrs. 








-—- Quarter, -— | -—- Quarter. —. 

Year. First. Third. Year. First. Third. 
1873 5 5 . ae Peres 5 
7 5 1880 ee | 7 
3 a 58 13 
vo = — 
x Nine years ..... 333 52 





In the aggregate for the nine years the accidents 
from broken rails in January, February and March 
have been more than sia times as many as in July, 
August and September. And every very cold winter 
can be detected in the table by the great number of 
broken-rail accidents, and the very mild winters by the 
small number of such accidents, as 1880 and 1878, 
which were almost spring-like. 

The accidents from broken wheels we have not 
traced thus from month to month through all the 
years, these accidents having been until 1881 com- 
paratively not numerous. But of the 58 occurring in 
1881, no less than 36 were in the first three months of 
the year—the very cold weather of last winter. So 
with broken axles that year; out of 50, 23 were in the 
first three months, b<s des 16 out of 20 which did not 
result in derailment. 

We have classified the derailments on a new plan 
this year, showing the aggregate number by defects 
or failures of permanent way, by defects or failures of 
rolling stock, etc. 

We find that there was an increase of 260, or 43 per 
cent., in the number of derailments from 1880 to 1881. 
No less than 73 of the increase are unexplained, and 
there isan increase of 80 (90 per cent.), in the acci- 
dents from defects of permanent way; of 60, or 94 per 
cent., in those from defects of rolling stock; of 42, or 
40 per cent., in the number from unforeseen obstruc- 
tions of various kinds, with but a slight change in the 
accidents due to negligence in operating. 

Attention should be given to the unexampled 
number of accidents resulting from the failure of a 
bridge or trestle. Special attention, it has been sup- 
posed, has been paid to these structures of late 
years, and the number was smaller in 1880 than in any 
previous year reported. That it should be almost 
trebled in 1881 seems remarkable and very discredit- 
able. 

The number of each class of trains involved in col- 
lisions, derailments and other accidents was : 


Other ac- 
Accidents to— Collisions. Derailments. cidents. Total. 
Passenger trains... 36 318 43 





b 397 

Pass. andafreight.. 123 aca sae 123 
Freight trains....... 377 539 22 938 
OR. ses caren 536 857 65 1, 58 


There being two trains involved in each collision, 
we have accidents reported to 556 passenger and to 
1,488 freight trains, against 447 passenger and 1,068 
freight trains involved in accidents in 1880. It appears, 
therefore, that the increase in accidents to passenger 
trains was but 24.4 per cent., while the accidents to 
freight trains increased 34.7 per cent. Fewer passen- 
ger trains were involved in collisions than in 1880, and 
the whole of the immense increase is in freight.train 
collisions, 

The casualties from accidents of different kinds 
were: 





Other 

Killed: Collisions. Derailments. accidents. Total. 
eee 64 97 24 185 
156 143 16 315 

209 190 15 414 

226 389 34 709 

412 714 46 Liv 

565 995 37 1,597 


The number killed by collisions was more than three 
times as great last year as in 1879, and the killed by 
derailments nearly twice as great. In the number in- 
jured the increase is not so great by collisions, but 
greater by derailments. 

In the last two years more persons have been killed 
by collisions than by derailments, but not nearly so 
many injured. 

Although 33} per cent. of the accidents of the year 
were in the first quarter, only 23 per cent. of the killed 
were victims of these accidents, which were thus less 
fatal than those in the milder months ; as much as 38} 
per cent. of the injured of the year suffered then, how- 
ever. 

The casualties from train accidents last year were as 
many as in a battle of considerable importance—about 
as many killed and wounded as on either side at the 
first battle of Bull Run. They occurred, it is true, on 
a system which by the close of the year included 100,- 
000 miles of railroad and employed probably 500,000 
mcn. But these were but a fraction of the total 
casualties occurring on the railroads. By far the 
larger number of the killed especially are persons 
struck while on the track when there is no accident to 
the train. But the train accidents and the victims of 
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them are altogether too numerous, as the recent great 
increase would show, if demonstration were needed. 
And this increase should be sufficient to teach railroad 
authorities everywhere that it is now more necessary 
than heretofore to pay greater attention to safety, and 
especially to provide means to avoid collisions. 








The Trunk Line Negotiations, 


The extracts that we publish this week from the 
proceedings of the various meetings of the Trunk Line 
Executive Committee that have been held from Jan. 
19 to date give a more definite account of the steps 
that have been taken for settling the railroad war and 
preventing railroad wars in future than has been pub- 
lished heretofore, and show that the work now being 
done is of immense importance. 

The agreement, as has been reported heretofore, is 
to be made for five years, and it provides for the 
division of all the through traffic over the*trunk lines 
except coal, ore and petroleum. It should be remem- 
bered that heretofore the only traftic of the trunk 
lines divided was west-bound freight. The division 
of east-bound freight made generally in the fall of 
1879 and pretty well maintained until shortly before 
the railroad war applied only to the roads by which 
the freight was shipped at the Western cities whose 
traffic was divided. For instance, the Chicago traffic 
was divided among the Michigan Central, the Lake 
Shore, the Fort Wayne, etc.. but not among the east- 
ern connections of these roads. The Erie at that time 
received freight shipped at Chicago by the Michigan 
Central, the Lake Shore and the Pan-handle. It was 
as much its interest as ever to solicit freight in 
Chicago as against the New York Central and 
the Pennsylvania. The live stock was not divided at 
all, nor the passenger traffic. Now the trunk lines 
agree that the freight in both directions shall be 
divided over their lines—everything east of Toronto, 
Suspension Bridge, Buffalo, Salamanca, Pittsburgh, 
and Wheeling and Parkersburg. They, of course, 
cannot decide what their Western connections shall 
do, but these connections, we imagine, will be only 
too glad to renew the agreements under which they 
prospered greatly before last Junie, and which was in- 
terrupted greatly against their desire. A meeting of 
the Joint Executive Committee is called for March 1, 
which may be expected to provide for a division 
among the Western roads. 

The trunk lines have not. only agreed to do these 
things, but they have agreed how they shall do it. 
That is, questions concerning which they cannot 
agree are to be submitted to the Board of Arbitrators. 

It is agreed that the division of the east-bound 
freight, including live-stock, shall be based generally 
on the actual distribution of the traftic during the 
year 1880, when rates were well maintained through- 
out. According to the best information accessible, 
the several trunk lines ranked as follows that year : 
the New York Central, the Pennsylvania, the Erie, 
the Baltimore & Ohio and the Grand Trunk, the New 
York Central having about a quarter more than the 
Pennsylvania and the Erie a quarter less, while the 
Baltimore & Ohio had about half as much of this 
traffic as the Erie. During the early part of 1881 the 
New York Central had a smaller proportion of the 
whole than in 1880, but of late months it has had a 
larger one. 

A statement has been published elsewhere that the 
several members of the Board of Arbitration have re- 
signed to leave the roads unembarrassed in providing 
for settling their differences. 

The division of the west-bound freight is to be based 
on the division before the railroad war, with such 
modifications as may be agreed upon. Out of New 
York the division of this traffic was originally 33 per 
cent. each to the New York Central and the Erie, 25 
to the Pennsylvania and 9 to the Baltimore & Ohio. 
This was afterwards modified so as to give the New 
York Central a larger proportion of the high-class 
freight and a smaller one of the low class, the differ- 
ences coming from and to the Erie. By it we believe 
that the New York Central got about 35 per cent. of 
the earnings from this freight, and the Erie 31. 

The division of passenger traffic is to. be based gen- 
erally on that of 1880.° In‘this, of course, it is earn- 
ings, gross or net, that must be divided, and not the 
traffic. We understand that the result of the nego- 
tiations had is to agree that the division will include 
the total passenger earnings of the lines, through and 
local, a comparison for successive years having shown 
that their earnings have varied quite evenly on the 
different roads, and there being much difficulty in 
establishing what the through travel really is. That 
the New York Central and the Erie should share in 
the earnings from the travel between New York and 
Philadelphia, and the Pennsylvania, the Erie and the 
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York and Albany, would have been thought impos- 
sible but a very short time ago; but at the negotia- 
tions had a year and a half ago, as well as at the re- 


| cent meetings, it was the unanimous opinion that the 


local as well as the through passenger traffic should 
be included in the contract for a division. 

What will perhaps attract most attention in the 
action of the meetings now reported is the resolution 
concerning the differences in rates to the three sea- 
board cities. This provides that if the report of the 
Advisory Commission be not accepted or an agreement 
as to these differences be not made by the companies 
themselves immediately after this report is rendered, 
then the agreement as to east-bound freight is to be 
void, but the divisions of west-bound freight and pas- 
senger business are to be maintained. 

This isimportant. The east-bound freight is the largest 
business it is true, but within the last eight months 
millions of dollars have been lost by the competition 
in the other business, and these are well worth saving. 
We do not believe, however, that there will be war 
over the east-bound freight even if there is no agree- 
ment as to the differences. The roads may divide the 
traffic at its sources, and not formally establish uni- 
form rates on it, but each fix its own rates at its dis- 
cretion. 

There has been good progress toward carrying out 
the resolutions of the Trunk Lines Executive Commit- 
tee. There is usually at least one meeting every day 
at Mr. Fink’s office, and an immense amount of data 
is being prepared to serve as a basis for the proposed 
divisions. The disposition of all the parties nego- 
tiating is very favorable to success, which all evidently 
very earnestly desire—as they have good reason to. 
The amount of work to be done, however, is enormous, 
and it cannot be rapidly disposed of. 

The indications are that at last most of the contracts 
for east-bound freight have been disposed of. The 
bulk of the west-bound business is covered by contracts 
running till July. The time within which the through 
traffic can be made profitable again is a serious matter 
probably to more than one road. If the returns from 
it should be no better for the whole of this half-year 
than in December or January, some companies will 
probably have to borrow money to pay their interest, 
and railroad credit generally will suffer greatly. But 
though probably nothing can make a very consider- 
able part of the traffic profitable before July, a 
jarger part is already made profitable. The passenger 
rates are fully restored, and there will be a good pas- 
senger business—small in comparison with that under 
the very low rates, doubtless, but comparing well with 
most years when rates were maintained. The margin 
of profit is very small on east-bound freight, but it can 
be increased somewhat, though high rates are not now 
possible. The live stock can be made to pay full 
rates immediately, probably. The other east-bound 
freight will probably be lighter than in 1881, 1880 or 
1879 until harvest, but it will not be a light traffic, and 
since the fall in prices it is likely to come forward 
freely. A very small profit on this is a very great im- 
provement. The rates from Chicago now are very low, 
but they are probably nearly or quite twice as high as the 
rates actually received for two or three months previ- 
ous to February, and the avoidance of a loss counts 
as much as the making of a gain, in net earnings. 

Profits on through business will be much less, doubt- 
less, than in 1880, until after June, and considerably 
less than in 1881 ; but they should be at least as much 
as in 1878 and 1879, when east-bound rates were de- 
moralized throughout the half year, and the profit 
was almost exclusively from west-bound freight and 
from passengers. 


Immigration. 

Foreign immigration was last year very much larger than 
ever before. Returns to the Bureau of Statistics from all 
ports but some unimportant ones where the arrivals were 
probably not more than two or three thousand show the 
following numbers arriving in each cf the last two calendar 
years : 


1881. 1880. Increase. P.c. 
No. of immigrants... ... 716,868 586,068 130,800 22.3 


We bave not the figures for the arrivals in calendar years 
previous to 1880 ; but for the fiscal years ending with June, 
1879, the number was 177,826, and for the following year 
457,257. In the four years from July 1, 1875, to June 30, 
1879, the aggregate arrivals of immigrants were 628,138, or 
considerably less than in the single year 1881. 

There was another period of heavy immigration begin- 
ning in 1866-67 and ending with 1873-74, when the yearly 
arrivals varied from 282,000 to 459,803—the latter, the 
largest until 1880, in 1872-73, the culmination of the 
period of prosperity, railroad building and other enterprises. 
In this period of eight years the average yearly arrivals 
weré 352,303. Then for five years the average was 171,127 
yearly. 

The maximum arrivals before the present period,in 1872 73, 
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were! an addition of about 11.2 per 1,000] of the popula- 
tion at thattime. In 1881 the arrivals weve at the rate of 
13.9 per 1,000 of population. If evenly distributed over 
the whole country it would give thestate of New York 
about 70,000 immigrants, the city of New York about 17,- 
000, the city of Chicago about 7,000, the state of Illinois 
about 42,000, etc. Of course the immigration was not 
evenly distributed nor anything like it, but these illustra- 
tions will enable us to appreciate the effect on the whole 
country much better than a statement of the aggregate 
figures, 

At the regular rates charged by the steamship companies 
these immigrants must have paid about $21,000,000 for 
their passage to this country. At regular rates it would 
cost about $9,000,000 to carry them all from the sea-board 
to Chicago. For about half of the year we believe that 
regular rates were obtained, for the other half probably not 
much more than half so much. The traffic being concen- 
trated on the trunk lines, and chiefly on the New York roads 
(more than half the immigrants arriving at New York), at 
full rates it will yield, in these times, avery important ad- 
dition to their income; and as the immigrants arrive by the 
thousand, they can be carried in trains as large as an engine 
can haul, and so with great economy, though the trains re- 
turn absolutely empty, no im migrant tickets being sold in the 
other direction. There seems no reason to expect a lighter 
immigration this year than last. The conditions favoring 
it are low wages and lack of work in Europe and high wages 
and plenty of employment in this country. The 
times are apparently no better in Europe this year than they 
have been ; and so far we believe there is work for every- 
body and no reduction of wages here, though it is rather too 
early in the year to say what the “labor market” will be. 

With the settlement of the railroad war immigrant rates 
also are restored, and the trunk lines have agreed that they 
will divide this business and the earnings from it, as they 
will other passenger business. From this a very important 
increase in the earnings of several railroads may be expect- 
ed. We understand that the trunk line difficulties with the 
Western roads will be settled at the same time—difficu!ties 
which the lack of diplomatic language in the conduct of the 
negotiations has probably tended to prolong and intensify. 

Of the immigrants arriving in 1881 about 3714 per cent. 
were from Germany and Austria, 131, from England, Scot- 
land and Wales, and the same from Canada, 1114 from 
Scandinavian countries, and a little less than 10 per cent. 
from Ireland. The number from English-speaking coun- 
tries was nearly the same as from German-speaking coun- 
tries—259,246 against 267,900. This is of some importance 
to railroad builders. Very few Germans seek employment 
in railroad construction, but many Irish, Scandinavians and 
Italians. 

Arrivals of immigrants in winter are comparatively light, 
yet there were 37,037 last December, against 24,004 in 
1880, which is another indication that immigration will be 
large this year: it has not yet begun to fall off. 








Railroad Rates in France and in New York. 





The French Minister of Public Works has published a table 
(and not a very large one) showing the length, earnings 
from various sources, expenses, profits, number of passen- 
gers and passenger miles, of tons and ton-miles and receipts 
per passenger and per ton per mile of the whole French rail- 
road system for the 38 years from 1841 to 1879 inclusive, 
beginning with 352 miles and ending with 14,137. The whole 
freight traffic in 1879 was 5,589.506,179 ton-miles. On the 
8,748 miles of road reporting to the New York State Engi- 
neer and Surveyor for the year ending Sept. 30, 1880, there 
were 7,983,161,555 ton-miles—301¢ per cent. more than in 
all France. But the boot is on the other foot with regard to 
the passenger traftic, the New York roads having but 1,213, - 
472,106 passenger miles, against 3,263,048,680 on the 
French roads. Per mile of road we have: 

France. New York. 
Passenger mileS.........-..+2-+ceeeeeeeeeee s+ -200,816 138,795 
WOR EOE, os avavesonesccececsanasesee scacves . 431,324 910,804 

The average passenger traffic is thus two-thirds heavier 
in France, with the average freight traffic 130 per cent. 
heavier in New York. 

The average rates in cents compare as follows : 

France. New York. 
Per passenger per mile.................se0-+s 1.612 yo 


Por to POP MEO... . 2 ceccccesns seescccccses 1.663 

The average rate on passengers is 551g per cent. higher 
in New York ; the average freight rate 81 per cent. higher 
in France. 


Applying the rates of New York to the traffic of France, 
and vice versa, the change in earnings would have been : 





France: Actual. By N. Y. rates. Difference. 
Passenger earn- 

eS $52,600,340 $81,804.630 $29,204,290 more. 
Freight earn- eh ie 

SE ere 101,404,200 56,098,315 45,305,885 less. 

OR ic xivi'ea $154,004,540  $137,902,945 $16,101,595 less. 

New York: Actual. By French rates. 
Passenger earn- 

eS $30,424,576 $19,561,170 $10,863,406 less. 
Freight earn- 

SONI seccssaccen 73,440, L04 132,453,920 59,013,816 more. 

WON Ss cesdaus $103,864,680 $152,015,090 $48,150,410 more. 


It is true that if the French railroads had received the 
higher New York rate on their passengers they would have 
received $29,000,000 more from that branch of their traffic ; 
but if they had obtained no more than the New York rate 
on their freight they would have received $45,000,000 less 
from that traffic. On the other hand, at the French rates the 
New York roads would have received nearly $11,000,000 less 
from passengers, but $59,000,000 more from freight, and 
their net earnings would have been $94,000,000 instead of 





the $46,000,000 that they actually were, the excess being 
two and a half times the whole amount of dividends paid. 
The changes in the average French rates from year to year 
have been very slight and slow. In 1860 the average pas- 
senger rate was 1.736 cents per mile, and so remained for 
six successive years. In i870 and 1871 (probably on ac- 


count of the immense soldier travel, carried at reduced- 


rates), the rate was but 1.52 cents. It rose then to 1.643 
cents, and so remained for three years, until 1875, when the 
rate became 1.612, and has so remained since. In 1861 the 
average freight rate was 1.888 cents per ton per mile, but 
by 1866 it had been reduced to 1.69, and since that year it 
has varied only between 1.78 and 1.663 cents. 

If we compare this with the changes in rates in New York, 
we will find that in passenger rates there was similar immo- 
bility in both systems. In 1860 the State Engineer’s report 
shows an average receipt of 2.05 cents per passenger per 
mile in New York, which is smaller than in any subsequent 
year. The bighest rate reported was 2.54 centsin 1865, 
and it has falien since to 2.13 cents in 1880. But in freight 
rates there has been a tremendous decrease in New 
York, to which there is nothing comparable in France. In 
1860, 2.09 cents per ton per mile was the average New York 
rate, and this rose (under the influence of a depreciated paper 
currency) to 3.25 cents in 1865, but fell to 2.086 in 1869, to 
1.60 in 1873, to 1.06 in 1877, and reached the minimum of 
0.808 cent in 1879, rising in 1880 to 0.92 cent. The 
French rate of 1879 (1.663 cents) was reached in 1873, and 
in 1879 the New York rate was not half of the French rate. 

Passenger traffic of late years has grown faster in France 
than in New York. Indeed, from 1872-’73 to 1878~79 
there was a decrease in New York, and in 1879-’80 the pas- 
senger traffic was but 744 per cent. more than in 1872-73; 
while in France, from 1873 to 1879, there was an increase 
of 21 per cent. But in freight traffic the increase from 1873 
to 1879 was but 9 per cent. in France, while it was eignty 
per cent. in New York. 


Record of New Railroad Construction. 





This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows : 

Chicago, St. Paul, Minneapolis & Omaha.—The Norfolk 
Branch is completed from Emerson, Neb., west by south to 
Norfolk, 40 miles. 

Cincinnati & Eastern.—Extended from Irvington, O 
east to George’s Creek, 4 miles. Gauge, 3 ft. 

Herkimer, Newport & Poland,—Extended from Middie- 
ville, N. Y., north to Poland, 714 miles. Gauge, 3 ft. 

New York, Chicago & St. Louis.—Extensions are reported 
as follows: East of Cleveland, O., 10.04 miles; Bellevue, O., 
east, 14.09; Hadley, Ind., west, 9.80; Valparaiso, Ind., 
east, 9.25 and west, 1.82; total extension this year, 45 
niles. 

Southern Maryland.—Extended from Charlotte Hall, Md., 
to Mechanicsville, 24g miles. 

Tionesta Valley.—Extended from Upper Sheffield, Pa., to 
Brookston, 614 miles. Gauge, 3 ft. 

Union Pacific.—Track on the Oregon Short Line is laid to 
a point sixty-four miles northwest from Granger, Wy., an 
extension of 14 miles. 

This is a total of 11914 miles of new railroad, making 311 
miles thus far reported for 1882, against 173 miles reported 
at the corresponding time last year. 








CHICAGO SHIPMENTS EastTwarpD for the week ending 
Feb. 4 for three successive years have been: 


1879. 1880. . 1881. 
WM iia winspanneubaneatncs:xces 38,492 53,209 73,425 


In view of the figures reported by the Board of Trade as 
the shipments billed from Chicago for the week (72,110 tons) 
these figures are unexpectedly small. For the previous week 
the total shipments were 14,229 tons more than the Board 
of Trade reported, for the week ending Feb. 4 but 1,115 tons 
more. The last week’s shipments were 7,100 tons less than 
the week before, and less also than in the week before that. 
Of the shipments for the week ending Feb. 4 9.6 per cent. 
was by the Chicago & Grand Trunk, 24.9 by the Michigan 
Central, 27.2 by the Lake Shore, 21.8 by the Fort Wayne, 
12.1 by the Pan-handle, and 4.4 per cent. by the Baltimore 
& Ohio. The two Vanderbilt roads carried 52.1 per cent. 
of the whole, against 49 in the old pool; and the two Penn- 
sylvania roads 33.9 per cent., against 33 in the pool. For 
the month of January the Chicago shipments have been for 
fcr successive years: 

1879. 1880. 1881. 1882. 
budabacsdccmes 192,512 163,378 263,872 321,166 

The shipments this year were not only much larger than 
in the corresponding month of any previous year, but they 
were the largest rail shipments ever made from Chicago in 
any month. In March, 1880, they were nearly as great 
(318,983 tons), but with that exception 300,000 tons were 
never shipped in a single month before. Last month they 
were at the rate of 11,895 tons every working day, which 
at the very high average rate of 13 tons per car would have 
loaded 915 cars daily—a row 5% miles long. 

For the week ending Feb. 11 the Board of Trade reports 
the shipments to have been 55,576 tons, against 72,110 the 
previous week and 49,449 in the corresponding week of last 
year. Of the shipments 9,522 tons were flour, 37,850 grain 
and 8,204 provisions—a large falling off in ail, but 
largest in provisions, which heretofore seem not 
to have fluctuated much, There are not the great 
differences in the proportions of grain and provisions that 
we have noticed heretofore. The Vanderbilt roads were re- 
ported to have taken 563; per cent. of the grain and flour 
the week before; last week they took but 4734 per cent. of 

it; the two Pennsylvania roads had but 25, per cent. of the 


grain and flour the week before, last week 2714 per cent. 
The most notable change, however, was the large gain of the 
Chicago & Grand Trunk and the Baltimore & Ohio—the 
iatter for a long time$before having carried but a very small 
proportion of the business out of Chicago. 

This course of business indicates that the freight engaged 
under contracts (chiefly by the Vanderbilt roads) was nearly 
all carried previous to last week, and that traffic is now tak- 
ing more nearly its natural course. The shipments are still 
large, but much less than they have been. The recent fall 
in prices favors exports, which have been prevented hith- 
erto, but it is not probable that any favorable condition of 
traffic can give the roads so heavy a traffic as they had in 
January. On the other hand, such traffic as there is will 
probably come forward freely at the present regular rates 
or even at higher ones, which are indispensable if any profit 
worth mentioning is to be made from the through business 











CuicaGo & NORTHWESTERN EARNINGS AND EXPENSES 
have been reported to the Wisconsin Railroad Commissioner 
for each month of the last calendar year, showing some not- 
able results of the operation of the road during the terrible 
winter, which on parts of this road actually lasted until 
May, some stations having been blockaded until then. 
Earnings were reduced and expenses increased by these 
blockades so much that the net earnings, which had averaged 
$950,000 a month in the last half of 1880, fell to $159,560 
in January and to $982 in February (when the expenses 
were 99.9 per cent. of the earnings !), and in the first four 
months of the year they were but $1,057,196—less than in 
the single month of September or October previous. In 
these four months the working expenses were more than 78 
per cent. of the receipts, while for the six months previous 
they had been but 47 per cent. of the receipts. All these 
losses fell in the fiscal year ending with May covered by the 
last annual report. 

While the net earnings of these four months were but 
$1,057,196 (against $2,040,422 in 1880); for the following 
eight months they were $9,235,123, averaging more in each 
month than for the whole of the first third of the year. 
Putting it differently, in the first four months of the year 
the net earnings were $264,309 per month; in the last eight 
months, they were $1,154,390 per month. 

For the seven inonths since the expiration of the last fiscal 
year (June to December, inclusive), the earnings and ex- 
penses of the road have been: 





1881. 1880. Increase. P.c. 

Gross earnings........ $15,112,925 $12,597,787 $2,515,138 20.0 
ixpenses .... ........ 7,165,465 6,037,602 1,127,863 18.7 
Net earnings........ $7,947,460 $6,560,185 $1,3&7,275 21.1 


The increase of net earnings in these seven months was 
equivalent to 3.8 per cent. on the stock of the company, 
common and preferred. It was made, too, in a season when 
the crops on the lines of the company were below the aver- 
ige, and less than in 1880; though it must be remembered 
that the crops were better in Iowa and Minnesota last year 
chan in the states farther south, and that the Northwestern 
suffers from bad crops now but little, except in Iowa and 
Western Minnesota. The unprecedented lumber, ore and 
zeneral merchandise traffic have been very favorable to this 
road, 

This company’s increase of mileage has been about 50 per 
cent. within the last three years, but only about 10 per 
cent. within the last year. Most of the new road, built since 
1878, has but fairly begun to develop its traffic, and an ap- 
preciable amount is not yet open for business. The work of 
construction, which has been so prominent for the past three 
years, will not probably be very important this year, as lit- 
tle new work is laid out and the construction will be chiefly 
in the way of completing certain lines already begun and 
for the most part well on towards completion already, as the 
Sioux Rapids Branch and the Audubon Branch in Iowa, the 
extension of the Felch Mountain Branch and the Menominee 
River road in the Lake Superior iron districts, and the con- 
struction of some 25 miles of a branch of the Dakota Central 
up the Sioux River in Dakota. 








THE ‘‘TRANSPORTATION Tax” has been somewhat dis- 
cussed as a heavy, if a necessary burden, but this is not the 
only charge which falls heavily upon the people of the coun- 
try. The assessments of real estate in the city of New York 
indicate a total value of about $2,000,000,000 for that one 
city. The rents paid on this property are virtually a burden on 
the commerce of the nation, for New York is little more than 
a machine for conducting a part of that commerce. More- 
over, of this real estate value, probably as much as $500,- 
000,000 to $700,000,000 is in the bare land on which 
the buildings rest, and which is the product of 
neither capital nor labor. The railroad capital 
of the whole country, when last reported, was 
about $5,100,000,000. Doubtless the value of the land 
(without counting the structures on it) in the commercial 
cities of the country is as much as this, and the rental ac- 
tually paid on this land considerably more than the whole 
income (interest and dividends) of the railroad capital of 
the country ($185,000,000 the last year reported). But 
the value of the railroads represents labor; the land value 
represents a gift of nature, and not a day’s work of any 
man. It seems strange that there should be so much com 
plaint of the interest on the cost of the railroads, which 
represent actual capital, and substantially no complaint (in 
this country) egainst the rent of land, which does not rep- 
resent capital. The explanation probably is that the chief 
complainants against the railroads are themselves land- 
owners. 


THe NEBRASKA FARMERS’ ALLIANCE has endorsed the 








New York Anti-Monopoly League principle that railroad 
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rates shall be based on ‘cost and risk of service.” If tbis 
means anything it means that for all transportation services 
that cost the same the charge shall be the same. Rates so 
made would be rational nowhere, but if applied to Nebraska 
traffic they would make it impossible for the people 
of that state to send anything to the Eastern 
or European markets, for tbe reason that the 
charge for the transportation would exceed the 
value of the produce after its arrival. Make rates as the 
Nebraska Farmers’ Alliance asks that they be made, and 
there will be no agricultural land west of the Missouri worth 
50 cents an acre. It is only because the Nebraska people 
have their freight carried for less than the average rates— 
that is, with less profit per ton per mile to the carrier—that 
there are any Nebraska people. And the railroads do not 
accept small profits from them because they have any 
affection for them, but because they are so fond of profits 
that they prefer to accept ten cents where they can’t get a 
dollar in preference to going without profit altogether. 
And this is the alternative when il comes to shipments of 
such staples as grain that have to be carried by rail 1,500 
miles or so to market. 








SALES OF RAILROAD LANDS IN MINNESOTA are reported 
by the Railroad Commissioner to have been 381,587 acres in 
the yearending with June, 1881, and 191,159 acres in the five 
months following. For the year the largest sales were by 
the Wiuona & St. Peter, amounting to 109,202 acres, fol- 
lowed by the St. Paul, Minneapolis & Manitoba, with 
97,863, and the Hastings & Dakota with 46,087. The aver- 
age price received was a litule less than $3 per acre in the 
year, and $2.56 in the latter period. There is still a good 
deal of government land in Western Minnesota to be had 
for the taking, though the best of itis gone. It appears 
that the sales in Northwestern Minnesota (north of the 
Hastings & Dakota, including the Red River valley) were 
about the same as those in Southwestern Minnesota, on the 
Winona & St. Peter, the Sioux City & St. Paul, etc. The 
Northern Pacific’s sales were less than 25,000 acres, but its 
good wheat lands that remain unsold are mostly west of 
Minnesota. 

The whole amount of sales will provide land for but a 
very moderate addition to the population, but of course the 
railroad lands are not by any means the only ones that were 
bought by settlers during the year. 





JANUARY EARNINGS, so far reported, show a very large 
increase not only in total earnings, but in earnings per mile 
of road, the latter having risen from $396 to $494. But it 
will be noted that $396 are extremely small average earnings 
per mile; and, in fact, ona very large number of roads traffic 
and earnings were greatly reduced by snow blockades in 
January last year, and there was a considerable decrease 
from the earnitigs in 1880. Earnings, in the West es- 
pecially, should have been very good this year in January, 
the traffic of some kinds (especially grain trattic) being ex- 
traordinarily large. The lines east of the Mississippi and 
south of Rock Island have not profited by this, because they 
were carrying at cost or less; but they have had a very 
good traflic of other kinds, some of which was doubtless 
profitable. 








To AvoID DANGER FROM REAR COLLISIONS a newspaper 
correspondent suggests that the rear car be emptied in- 
stantly whenever a train comes to a stop elsewhere than at 
a station. We would suggest that some of the worst 
rear collisions have been at stations—notably that at 
Revere, so that it might be well to empty the rear car there 
too. It is an Irish philanthropist, we believe, who proposed 
to take radical measures and leave off the rear car entirely ! 


“NEW PUBLICATIONS. 





The very useful and convenient annual “ Financial Re- 
view ” issued by the Commercial and Financial Chronicle 
has just been published, with the familiar table of contents— 
a commercial and financial review of 1881, statistics of ex- 
ports and imports, review of the money market, monthly 
prices of government and state bonds from 1860 to 1881, of 
railroad bonds from 1878 to 1881, and of stock dealt in on 
the New York Exchange from i860 to 1881. To this is 
aided the issue of the Investors’ Supplement to the Chronicle 
for Dec. 31, whose great usefulness to any who have to in- 
vest money in railroad securities or to estimate the financial 
soundness of railroad companies we have often enlarged 
upon. 

The February number of the Official Railway Guide has 
portiaits of the late Henry C. Wentworth and Webster 
Wagner, and a colored lithograph of the floral decorations 
at Mr. Wentworth’s funeral, the largest of which (represent- 
ing acar entering a tunnel), was contributed by general 
passenger agents. This engraving can hardly be called a 
success, however. 

The Scientific American, whose offices in the old World 
building were lately destroyed by fire, has re-established it- 
self at No, 261 Broadway, corner of Warren, opposite he 
Court-house, a convenient and central location both for a 
newspaper and for the patent business which the publishers 
conduct ona —_ scale. 


| General Railcoad Bews. 


MEETINGS AND ) ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows: 
Northern 


Central, annual meeting, at the office in Balti- 
more, Feb. 23, at noon. 


| 
i 





Camden & Atlantic, annual meeting, at the office in Cam- 
den, N. J., Feb. 23, at 10 a. m. 

Lehigh Coal & Navigation Co., annual meeting, at the 
rooms of the Board of Trade in Philadelphia, Feb. 28, at 11 
a. m. 


Railroad Conventions. 


A meeting of General Baggage Agents of the roads in the 
United States has been called to be held at Louisville, Feb. 
22. The object of the meeting isto make the temporary 
Association of General Baggage agents formed at St. Louis 
last November permanent. 


Dividends. 


Dividends have been declared as follows : 

Boston & New York Air Line, 1 per cent., quarterly, on 
the preferred stock, payable March 1. Transfer books clcse 
Feb. 20. 


Chicago, Burlingtcn & Quincy, 2 per cent. quarterly, pay- 
able March 15. Transfer books close Feb. 23. 

Chicago & Eastern Ilinois, 3 per cent., payable March 1. 
Transfer books close Feb. 20. 


Foreclosure Sales. 


The Washington & Ohio road will be sold at the depot of 
the road in Alexandria, Va., May 16, at noon, under the 
decree of the Virginia Cire uit Court, the former sale having 
fallen through on account of the purchaser’s failure to make 
the first payment. 


Western Association, General Passenger & Ticket 
Agents. 


At the annual meeting in St. Louis, Feb. 8, no business 
was transacted beyond the election of officers for the ensuing 
year, on account of the absence of representatives of several 
prominent roads. 

After disposing of the routine business and electing offi- 
cers, the Association adjourned to meet in Chicago, Feb. 16. 


Ticket 


A dispatch from Chicago, Feb. 15, says that at the ad- 
journed meeting to consider the question of paying ticket 
commissions, an additional agreement was made _ pro- 
viding that the signers would not in any way, directly 
or indirectly, pay any commissions or other re- 
muneration to any ticket agent, or to any person for him, 
who is now or may bein the employ of any railroad com- 
pany which is a party to the agreement. The action here- 
tofore taken simply proyided that the roads in the combina- 
tion should not allow their agents to receive commissions or 
other remuneration for the sale of tickets. 


Commission Mecting. 


Trunk Lines Advisory Comm 'ssion. 


The members of the Advisory Commission (Allen G. 
Thurman, E. B. Washburn and T. Cooley) met at Com- 
missioner Fink’s oftice in New York, Feb. 13, and selected 
Senator Thurman as Chairman. It was decided that 
the following days should he fixed for the hear- 
ing of commercial bodies who desire to submit 
to the commission their views upon the subject of the 
adjustment of rates to the seaboard cities. viz. : The hearing 
ot New York parties will take place at New York city on 
March 6 and the succeeding days during that week ; of 
the Philadelphia parties at Philadelphia on March 13 and 
the succeeding days during that week ; of Baltimore parties 
at Baltimore on March 20 and the succeeding days 
during that week. [If the taking of testimony 
and hearing of arguments require further’ time 
it will be given. It was further resolved that the Com- 
missioner of the trunk lines be requested to arrange for 
places for the hearings with the parties who desire to submit 
testimony and arguments before the commission; that notice 
be given through the press that the commission will hear 
parties in any seaboard city or in the West who may signify 
to Albert Fink, Commissioner, No. 346 Broadway, New 
York, before March 20, their wish to be heard, when the 
commission -vill give notice of the time and place of such 
hearing. 


Engineers’ Club of Philadelphia. 


At the regular monthlv meeting in Philadelphia, Feb. 4, 
President Rudolph Hering presided. 

Mr. Wm. A. Cooper presented a description of the prog- 
ress in methods and contrivances for uniting the ends of 
rails—a subject of much thought among engineers, as the 
hundreds of patent fish-plates, chairs, nut-locks, etc., show. 
From wooden rails, spiked to sleepers embedded in the 
ground, an advance was made, about 1765, to iron straps 
nailed upon the wood to diminish wear. In 1767, at the 
Colebrvokdale (England) Ir n-Works, cast-iron rails, 4 in. 
wide by 1%4 in. thick by 5 ft. long, were laid. In 1789 cast- 
iron rails are said to have been set and bolted in cast-iron 
chairs fastened to sleepers, and in England the general 
method of wedging or bolting the rails to chairs fastened to 
the ties has continued to be the general practice. 

In early American railroading the strap rail of snake-head 
eelebrity was used for economical reasons, but soon aban- 
doned for the T-rail. In 1847 the fish-plate or splice-bar, 
which has superseded, in this country, all other means of 
fastening, was designed. It consisted of a pair of plates 18 
in. by 3in by *% in. bolted over joint by four bolts, two to 
each rail, with oval bolt-holes to admit of expansion and 
contraction in the rail. A later improvement was the use 
of angle plates, giving greater support to rail and larger 
bearing surface, and admitting the spike slot in the plate, 
instead of the rail, to prevent creeping. 

The remainder of the paper was devoted to the discussion 
of various forms of nuts and washers designed to obviate 
the loosening of the nuts and elongation of the bolts. A 
large number of specimens were exhibited. 

Prof. L. M. Haupt read a paper upon ‘‘How to Establish 
a True Meridian,” the object being to present the subject 
in a manuer sufficiently clear and practical to be generally 
understood by those desiring to make use of such informa- 
tion. Explicit definitions and explanations, with apptica- 
tions to practical methods, are given in this paper, accom- 
panied by azimuth, refraction and equation of time tables. 

The Secretary presented, on behalf of Mr. Howard Con- 

stable, a description of a pneumatic pulverizer, which con- 
sists, in brief, of a chamber into which are introduced two 
injector nozzles, opposite each other, and each connected 
with a funnel for the reception of the material to be pulver- 
ized. By the expulsion of superheated steam through the 
injectors, the material, previously crushed to about the size 
of a pea, is forced into collision in the chamber, and about 
95 per cent. thereof is thereby reduced to fine dust and car- 
ried by the exhaust into a settling chamber, the tailings 
being collected in the bottom of the chamber and returned 
to the funnels. By a 20-horse boiler, 120 Ibs pressure, 114 
tons per hour have been pulverized, and it is expected to 
increase this to 2 tons per hour by a pressure of 200 Ibs., 
and take the place of a 20-stamp mill which weighs about 
1,000 Ibs., while this machine proper weighs about 100 Ibs. 
only. Specimens of quartz, in crushed fragments and pow- 
der, were submitted—the latter being almost entirely com- 
posed of an impalpable dust. It is designed to make use of 
this machine for pulverization in general. 








Call for Joint Executive Committee Meeting. 


The following call was issued Feb. 11: 

“A meeting of the Joint Executive Committee will be 
held on Wednesday, March 1, 1882, and continue in session 
until all business that may come before it is disposed of. 

* The principal object of the meeting will be to consider 
the division of tratfic from the various cities, and to agree 
upon proper methods for maintaining established tariffs. 

“Tt is necessary that the various cities from which the 
division of traffic exists, or is to be made, should be repre 
sented at this meeting. 

* All matters necessary to be arranged for the future con- 
duct of the traffic in which the members of the Joint Execu- 
tive Committee are interested will be considered. 

‘*The subject of the division of passenger traffic, as well 
as the arrangements to be made hereafter to secure the 
maintenance of passenger fares, will be brought before the 
meeting. 

** Please advise me whether you will be present, or whether 
your company will be represented by some one with fu// au- 
thority to act definitely upon the above, and any other sub- 
jects that may be considered at the meeting. 

‘“* ALBERT FINK, Chairman.” 
*C. W. BULLEN, Assistant Secretary.” 

ACTION OF TRUNK LINE EXECUTIVE COMMITTEE. 

In connection with the above call the following summary 
of the action so far taken by the trunk lines has been sent to 
members of the Joint Executive Committee, being extracts 
from the proceedings of the Trunk Line Executive Commit- 
tee from Jan. 19 to Feb. 10, 188.2. 

The following action taken by the Trunk Line Executive 
Committee, commencing with Jan. 19, 1882, is communi- 
cated to the members of the Joint Executive Committee for 
their information: 

L—Appointment of Advisory Commission. 

The following preamble and resolution were adopted in 
meeting of Jan. 24: 

Whereas, The New York Central & Hudson River Rail- 
road Company, W. H. Vanderbilt, President, the New York, 
Lake Erie & Western Railroad Company, H. J. Jewett, 
President, the Pennsylvania Railroad Company, G. B. Rob- 
erts, President, and the Baltimore & Ohio Railroad Com- 
pany, John W. Garrett, President, have agreed that the 
differences in rates which should exist both eastwardly and 
westwardly, and upon all classes of freights, between the 
several terminal Atlantic ports, be submitted to a commis- 
sion consisting of three competent and disinterested persons, 
before whom the chambers of commerce or other authorized 
and interested trade bodies of the seaboard cities involved 
may, by duly accredited representatives, present and argue 
the bearing of such differences in rates upon their several 
cities and interests, said Commission to procure such other 
information as it may desire, and report their conclusions to 
the said railway companies. Therefore it is 

Resolved, That the Commissioner of the Trunk Lines is 
hereby directed to notify the gentiemen who may be selected 
as members cf the Commission of their appointment, and 
solicit their acceptsunce, and also to furnish them with a copy 
of this preamble and resolution, and after the Commission 
is formed, to give notification to the various commercial or- 
ganizations of the several Atlantic cities, and to request 
them to appoint committees or representatives, for the pur- 
pose of meeting the Advisory Commission at such times 
and places as may be mutually agreed upon, to carry out 
the object of the foregoing agreement. 

The following gentlemen were selected to constitute the 
Commission: 

Hon, Allen G. Thurman, 

Hon. E. B. Washburne, 

Hon. Thos. M. Cooley. 

At the meetings of Jan. 19 and Feb. 1, 1882, the follow- 
ing agreements were made between the trunk lines: 

II1.—Adoption of the Principle of Arbitration. 

Resolved, That all questions of disagreement arising be- 
tween the trunk lines, or any two or more of them, under or 
affecting any contracts or agreements between them for a 
period of five years from Feb, 1, 1822, shall be submitted to 
arbitration, and the Commissioner is requested to report to 
this Committee his suggestions as to the organization of a 
Board of Arbitration and the methods of presentation and 
procedure before the same. 

The above resolution shall also apply to all agreements re- 
lating to east-bound live stock traffic. 

Resolved, That if the report of the Advisory Commission 
upon the question of differences in rates to becharged to 
and from the several seaboard cities be not accepted by all 
the roads parties hereto, or if an agreement is not otherwise 
reached on this subject immediately after said report is 
made, then all agreements made or to be made referring to 
a division of east-bound dead freight shall be null and void, 
but all other parts of the agreements shall remain in full 
force and effect. 

111.—Division of Traffic. 

Resolved, That the Commissioner be requested to form- 
ulate pleos for a division of traffic between the trunk lines 
and present the same at anearly day to the Trunk Line 
Executive Committee for their consideration and action. 

Resolved, That divisions of east-bound traffic be made (in- 
cluding live stock, but excluding coal, petroleum and iron 
ore) passing through, or originating at the western termini 
of tlie trunk lines, the divisions to be based generally upon 
the distribution of the traffic in the calendar year 1880. 

Resolved, That divisions be made of all west-bound traffic 
from New York, Philadelphia, Baltimore, Boston and New 
England competing points, passing over the trunk lines, to or 
beyond their western termini, based upon present per- 
centages, with such modifications as may be agreed upon or 
fixed by arbitration, as provided for by existing agreements 
regarding west-bound traffic. 

Resolved, That divisions of all passenger traffic, including 
emigrant, be made, based generally upon the distribution of 
said traffic during the year 1880. 

Resolved, That such new divisions of trattic on all west- 
bound business from New York, Boston and New England 
competing points, Philade!phia and Baltimore, be made to 
take effect on Monday, Jan. 23, 1882; and 

Resolved, That all balances which have accrued, aud ques- 
tions at issue up to that time, shall hereafter be settled by 
the Commissioner in accordance with the purport of former 
agreements. 


ELECTIONS AND APPOINTMENTS. 


Atlantic & Pacific. ila B. P. Cheney, Alden Speare 
and Levi C. Wade have been chosen directors in place of 
T. J. Coolidge, G. C. Lord and G. B. Wilbur, resigned. 


Baltimore & Ohio.—Mr. N. E. ¢ ‘hapman, for many years 
Master Mechanic of the C beveland & Pittsburgh, and 
formerly President of the Master Mechanics’ Association, is 
to be Master of Machinery of this road. 

The Mayor of Baltimore has nominated aud the City 
Council has confirmed the following city directors in this 





company: George R. Barry, Michael Coakley, Joseph 
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Friedenwald, John Gill, John H. Holthaus, Henry McShane, 
J. Kettlewell Ober. 


Bismarck, Mouse River, Turtle Mountain & Manitoba.— 
The officers of this new company are: President, E. A. 
Williams; Vice-President, M. H Jewell; General Manager, 
Alexander McKenzie; Treasurer, J. P. Dunn. 


Boston, Barre & Gardner.—The new board has elected 
Charles Heywood President; W. E. Starr, Treasurer. 


Central, of Georgia.—Mr. Wm. M. Wadley is still Presi- 
dent of this company, having resigned only as President of 
the Ocean Steamship Company, and not of the Central Rail- 
road Company, asan obscurely worded dispatch made it ap- 
pear last week. 


Indianapolis & St. Louis—At the annual meeting in 
—, polis, Feb. 15, the following directors were chosen : 


evereux, 8S. Burke, E. B. Thomas, Cleveland ; 
J. N. McCullough, T. D. Messler, Pittsburgh; George 
B. Roberts, Philadelphia. Mr. Thomas takes the 


place of H. J. Jewett. “he directors organized as 
follows: J. H. Devereux President; Edward King, 
Secretary and Treasurer; Russell Elliot, Auditor; 

C. Gale, General Superintendent; W. Gay, General 
yay Agent; A. J. Smith, General Passenger and Ticket 
Agent. 


Louisville, Evansville & St. Louis.—At the annual meet- 
ing of this company (formerly Louisville, New Albany & St. 
Louis), last week, the following directors were chosen : 
Bluford Wilson, Springfield, I!l.; Wm. Heilman. Wm. F. 
Nesbit, Evansville, Ind.; St. John Boyle, Bonnett H. Young, 
Louisville, Ky.; Edward Cummings, Covington, Ky.; Jonas 
H. French, John Goldthwait, Wm. J. Hart, Henry D. Hyde, 
C. J. Payne, Frank B. White, James H. Wilson, Boston. 


Louisville, New Albany & Chicago.—At the annual meet- 
ing in New York, Feb. 10, the following directors were 
chosen: Isaac Caldwell, Robert R. Hitt, E. D. Standiford, 
R. S. Veech, Louisville; Henry Crawford, Chicago; John 
Jacob Astor. J. A. Garguilo, E. H. Green, Robert Lenox 
Kennedy, H. Victor Newcomb, R. G. Rolston, Samuel 
Sloan, Wm. Whiteright, New York. 

Marietta & Cincinnati.—At the annual meeting in Cin- 
cinnati, Feb. 15, the following directors were elected: John 
Waddle, Robert Garrett, Henry C. Smith, William T. 
Burns, W. W. Scarborough, J. D. Lehmer, R. M. Bishop, 
George Hoadley, W. F. McClinitck, William Waddle, W. 
B. Loomis, 'I'heodore Cook, W. W. Peabody. The directors 
elected John Waddle President; C. F. Low, Secretary, and 
William E. Jones, Register. 

The leased Cincinnati & Baltimore company elected 
W.F. McClintick President ; C. P. Low, Secretary. 


Memphis & Little Rock.—At the annual meetizg it Little 
Rock, Ark., Feb. 15, the following directors were elected: 
Jay Gould, F. A. Marquand, Charles Essex, E. K. Sibley, 
B. C. Brown. The board then elected the following officers: 
F. A. Marquand, President; E. K. Sibley, General Manager; 
Thomas Essex, Land Agent; A. H. Calef, Treasurer: M. W. 
Goodwin, Secretary and Assistant Treasurer. 


New York & New Englund.—The following circular from 
Superintendent of Motive Power George E. Boyden is dated 
Norwood Central, Feb. 7: 

**Mr. A, K. Mansfield is appointed Assistant Superinteud- 
ent Motive Power to fill the vancancy caused by the death 
of Mr. O. D. Stimpson. Mr. Mansfield will in addition to his 
other duties have charge of the preparation of all drawings, 
the supervision of clerks and office work, and will see that 
the standards of this company are adhered to, und with this 
in view will make frequent visits to the various shops on the 
line. The Master Car-Builder will report to and receive his 
instructions from him.” 


Old Dominion Steamship Co.—At the annual meeting in 
New York, Feb. 14, the following directors were chosen : 
N. L. McCready, Isaac Bell, John Bodine, Charles P. Fisher, 
Charles C. Stockley, Edward D. Hitchens, John M. Robin- 
son, C. P. Huntington, George F. Tyler. The new directors 
are Mr. ‘Tyler, President of the Norfolk & Western: Mr. 
Huntington, President of the Chesapeake & Ohio, and Mr. 
Robinson, President of the Seaboard & Roanoke and the 
Ruleigh & Gaston, who succeed Isaac Davenport, Jr., F. 
Meade and Henderson Moore. The board re-elected N. L. 
McCready President ; Isaac Bell, Vice-President ; Wm. H. 
Stanford, Secretary. 


Pennsylvania Canal.—At the annual meeting in Philadel- 
phia, Feb. 14, the following were chosen: President. [saac 
J. Wistar; directors, George B. Roberts, A. J. Cassatt, Wis- 
tar Morris, Strickland Kneass, Alexander Biddle, M. Hall 
Stanton, Samuel M. Felton, Simon Gratz, Wm. J. Howard 
Jobn P. Green, Edmund Smith. The company is controlled 
by the Pennsylvania Railroad Company. 


Pennsylvania Railroad Coal Companies.—At the annual 
meetings in Philadelphia, Feb. 14, the following officers 
were chosen for the companies through which the Pennsyl- 
vania Railroad Company holds its anthracite coal property: 
Lykens Valley.—President, George B. Roberts; Vice-Presi- 
dent, Isaac J. Wistar; directors, John P. Green, A. J. Cas- 
satt, Strickland Kueass, Wistar Morris, N. P. Shortridge, 
J. N. DuBarry, Edmund Smith. Mineral Railroad & Min- 
ing Co.—Same as the Lykens Valley. Susquehanna Coal 
Co.—Same as the Lykens Valley. Summit Branch.—Presi- 
dent, George B. Roberts; directors, A. J. Cassatt, Edmund 
Smitb, Strickland Kneass, J. N. DuBar John P. Green, 
N. P. Shortridge, Wistar Morris, James W. Johnson, Isaac 
J. Wistar, Edwin P. Wooster. 


Pennsylvania Railroad Leased Lines,—At meetings heid 
in Philadelphia, Feb. 15, officers and directors were chosen 
as below by the following companies, whose roads are 
leased to the Pennsylvania: Philudelphia & Trenton.— 
President, Strickland Kneass; Secretary, James R. McClure; 
directors, G. M. Dorrance, G. B. Roberts, Strickland 
Kneass, Wistar Morris, Alexander Biddle, —~" M. 
Phillips, N. P. Shortridge, J. N. DuBarry, J. P. Weth- 
erill, A. M. Fox, Edmund Smith, Henry D. Welsh. Colum- 
bia & Port Deposit.—President, Strickland Kneass; directors, 
Jacoh Tome, G. B. Roberts, Edmund Smith, Alexander Bid- 
dle, Wistar Morris, N. P. Shortridge, J. N. DuBarry, H. M. 
Phillips, A. J. Cassatt, W. J. Howard, Henry D. Welsh, 
J.P. Wetherill ; Secretary and Treasurer, James R. McClure. 
Western |Pennsylvania.—President, J. N. ,\DuBarry; direc- 
tors, Strickland Kneass, Wistar Morris, G. B. Roberts, Ed- 
mund Smith ; Secretary, Albert Hewson ; Treasurer, Taber 
Ashton. 


Philadelphia & Erie.—At the annual meeting in Pbila- 
delphia, Feb. 15, the following directors were chosen: J. N. 
Du Barry, Wm. L. Elkins, Wm. J. Howard, Strickland 
Kneass, Wistar Morris, Henry M. Phillips, N. Parker Short- 
ridge, Samuel Gustine Thompson, Henry D. Welsh, John 
Price Wetherill. The road is leased to the Pennsylvania 
Railroad Company. 


Pittsburgh d& Monongahela Valley.—The officers of this 
new company are: President, M. Hays, Pittsburgh; direc- 
tors, Norman May, Allegheny, Pa.; B. L. Crawford, Ken- 





nington, Pa.; T. F. Best, James R. Redman, H. T. Morris, 
T. N. Miller, Josiah Reamer, W. R. Stoughton, Pittsburgh. 


Providence d& Worcester.—The new board has re-elected 
George A. Leete President: John R. Balch, Clerk and 
Treasurer. 


St. Joseph Vulley.—At the annual meeting Feb. 6 the fol- 
lowing directors were chosen: Wm. Pears, George H. 
Richards, Solomon Rough, Wm. Rough, J. 8. Van Riper, 
Buchanan, Mich.; R. 8S. Dix, Burnes Helmick, Berrien 
Springs, Mich.; Warren Chapman, C. B. Potter, St. Joseph, 
Mich. The board [elected Wm. Rough President ; George 
H. Richards, Vice-President ; R. D. Dix, Secretary; A. 
Ross, Treasurer. 


St. Lawrence d& Ottawa,—Mr. Archer Baker has been ap- 
pointed General Superintendent, dating from Jan. 31. 


St. Louis, Harrisburg & Ohio River.—The directors of 
this new company are: Asberry Wadell, J. M. Mitchell, 
Robert Mick, W. M. Chevely, L. Lavender, J. F. Taylor, D. 
Herrod, C. O. Lockwood, J. A. Larned, E. P. Schlater, 8. 
H. Lamon. Office at Harrisburg, Iilinois. 


St. Louis, Iron Mountain & Southern.—The oflice of Mr. 
O. A. Haynes, Superintendent of Machinery, was removed 
from South St. Louis to De Soto, Mo., on Feb. 15. 


Scioto Valley.—At the annual meeting in Columbus, O., 
Feb. 9, the following directors were chosen: Wm. W. 
Franklin, Joseph Robinson, George Skinner, Columbus, 0. ; 
Marcus Boggs, Chillicothe, O.; George Davis, Portsmouth, 
O.: Wm. Adams, R. K. McHarg, Horace Porter, E. F. Win- 
slow, New York. The board elected odicers as follows: 
William Adams President; W. W. Franklin, Vice-Presi- 
dent; George Skinner, Superintendent; Joseph Robinson, 
= Superintendent and Treasurer: James P. Curry, 
cretary. 


Schuylkill Navigation,—At the annual meeting in Phila- 
delphia, Feb. 14, the following were chosen: President, 
Frederick Fraley; managers, John N. Hutchinson, Charles 
W. Wharton, George Brooke, Charles Bauer, Micbael Ward, 
John R. Patton. The company’s property is leased to the 
Philadelphia & Reading Company. 


Union Railway, Transfer & Stock Yards Co.—At the 
annual meeting of this company (better known as the In- 
dianapolis Belt) in Indianapolis, Feb. 7, the following di- 
rectors were chosen: E. F. ae M. A. Downing, W. P. 
Ijams, R. 8S. McKee, W. R. McKeen, John F. Miller, D. W. 
Minshall, Horace Scott, John Thomas. The only new di- 
rector is Mr. McKee, who succeeds C, C. Gale. 


Wabash, St. Louis & Pacific.—The following circular 
from General Superintendent Robert Andrews is dated St. 
Louis, Feb. 1: 

“ Mr. Jacob Johann is appointed General Master Mechanic 
of the entire line; office, Springfield, I). 

‘““Mr. U. H. Kohler is appointed General Master Car- 
Builder of the entire line; office, Toledo, O. 

** The General Master Mechanic and General Master Car- 
Builder will give all general directions and instructions re- 
garding the work to be performed in their respective de- 
partments. 

“The organization of the Machinery Department will be 
divided into the following divisions: Eastern Division will 
embrace all the lines in Ohio and Indiana, together with the 
Cairo Division. Principal shops at Fort Wayne, Ind. 
Chauncy R. Morris, Division Master Mechanic. Middle 
Division will embrace all the lines in Illinois, except the 
Cairo Division. Principal shops at 2. ll. Jacob 
Johann, General Master Mechanic. estern Division will 
embrace all the lines west of the Mississippi River. Princi- 
pal shops at Moberly, Mo. W. H. Selby, Division Master 
Mechanic. The minor shops on the respective divisions will 
be under the direction of the Division Master Mechanic. The 

rincipal storeroom for the Machinery Department will be 
Rented at Springfield, Il. Mr. A. B. McGaffey is appointed 
Storekeeper. 

“The organization of the Car Department will be as fol- 
lows: Eastern Division will embrace all the lines in Ohio 
and Indiana, together with the Cairo Division. Principal 
shops at Toledo, O. U. H. Kohler, General Master Car- 
Builder. Middle Division will embrace all the Jines in Illi- 
nois, except the Cairo Division. Principal shops at Peoria, 

R. M. Hemphill, Division Master Car-Builder. Western 
Division will embrace all the lines west ef the Mississippi 
River. Principal shops at Moberly, Mo. C.S. Buck, Division 
Master Car-Builder. The minor shops on the respective 
divisions will be under the direction of the Division Master 
Car-Builder.” 


Western Association, General Passenger & Ticket Agents. 
—At the annual meeting in St. Louis, Feb. 8, the following 
officers were chosen: President, A. J. Smith, Cleveland, 
Columbus, Cincinnati & Indianapolis; Vice-President, John 
Egan, Cincinnati, Indianapolis, St. Louis & Chicago; Secre- 
tary, George H. Daniels; Executive Committee, S. K. 
Hooper, O. W. Ruggles, D. Wishart, E. A. Ford, W. H. 
Prouty: Board of Arbitration, James Charlton, F. Chandler, 
Cc. P. Atmore. 


Western & Atlantic.—Vhe following circular is dated 
Atlanta, Ga., Feb. 8: 

‘*Mr. A. B. Bostick has been appointed Assistant Superin- 
tendent, and will be obeyed and respected accordingly.” 








PERSONAL. 





—Mr. A. H. Glover, Master Carpenter of the Boston & 
Albany road, has resigned his position and will go to 
Florida. 

—Mr. N. E. Chapman, for many years Master Mechanic of 


the Cleveland & Pittsburgh road, has resigned that position 
to become Master of Machinery of the Baltimore & Ohio. 


—Mr. T. D. Kline, for two a oa Superintendeut of oe 


the Richmond & Petersburg rvad, resigned, and will 
engage in other business. e will continue to reside in 
Richmond. 


—Mr. P. Leeds has resigned his position as Master Me- 
chanie of the Indianapolis, Decatur & Springfield road, and 
will go to the Louisville & Nashville. The officers and em- 
ployés of his old road have presented him with {a valuable 
gold watch. 


—Mr. Richard A. Bagnall, Train Dispatcher of the Old 
Colony Railroad, has mysteriously disappeared. He left his 
home on the evening of Feb. 13 and has not siace been seen. 
He was ver in bis habits, and it is feared that he has 
been rob and murdered, ashe had a considerable sum of 
money with him. 


—Mr. Wm. M. Wadley’s resignation last week was of the 
presidency of the Ocean Steamship pee agar and not of 
the Central Railroad Company of Georgia, as the dispatches 
made it appear. Mr. Wadley continues President of the 
Central Railroad Company, but-is is reported that he is con- 
templating a complete retirement. 





—Mr. Charles W. Stevens died in New York last week, 
having recently returned from California. He was a civil 
engineer and master mechunic, and had been connected 
with railroads on the Pacific coast. He was engineer of the 
first railroad built in Oregon, and superintended the con- 
struction of the first locomotive built in California. 


—The Atlanta Constitution ones “Col. H. 8. Haines, Gen- 
eral Manager of the Savannah, Florida & Western road, is 
the most scholarly of Southern Railroad men, and withal 
the closest student. He reads German and French fluently, 
has a passion for chemistry, and delights in books on dry 
subjects. And yet when he wishes to arrange freight rates 
with the Choctaw Indians, who live near the Western 
terminus of his road, he has to call in Col. Charley Owens as 
interpreter.” 


—The Chicogo Jnter-Ocean says: “ It is reported that Mr. 
J. T. Sanford, General Traffic i of the Reck Island 
road, is about to sever his connection with that line, in order 
to go into private business in New York. It is understood 
that his successor will be Mr. W. M. Sage, the General 
Freight Agent of the road, a courteous and able gentleman, 
who has shown his ability as a freight man for many years. 
Mr. Sage is well fitted to fill the position that will probably 
be tendered to him.” 


—Gen. Wm. McRae died suddenly in Augusta,Ga., Feb. 11. 
He had been taken sick while on his way from Atlanta to 
Wilmington. Gen. McRae was born in Wilmington, N. C., 
and after leaving school served bis time in a railroad shop, 
intending to qualify himself for a position on a railroad. 
He served in a North Carolina regiment during the war, 
rising to be Colonel and finally Brigadier General. After 
the war he was for scme time on the Wilmington & Man- 
chester road, and then went to Georgia. He had been for 
several years Superintendent and General Manager of the 
Western & Atlantic road, resigning that position about a 
mouth ago to take charge of the building of a new road in 
North Carolina, and also of the proposed Belt road around 
Atlanta. Gen. McRae was considered a railroad manager 
of exceptional ability, and was widely known and respected. 


TRAFFIC AND EARNINGS. 
Railroad Earnings. 


Earnings for various periods are reported as follows: 
Month of January: 








1882. 1881. Inc. or Dec. P.c. 
Cen. Branch. U. P.. $65,074 $60.657 I. $4,417 7.2 
Central Iowa....... 87,307 66,169 I. 21,138 32.0 
Central Pacific..... 1,876,000 1,602,907 I. 273,093 170 
Ches. & Ohio....... 210.455 162,530 1. 47916 ‘9.4 
Chi., Mil. & St. P... 1,435,000 990,847 I. 444,153 5 
Chi., & Northwest.. 1,620,336 1,240,667 I. 379.669 30.6 
Chi., St. L. & N. O.. 272,600 340.220 D. 7,820 19.9 
Cin,, Ind., St. L&C. 200,042 2.6 I. 17,519 9.6 
Cleve.,Akron & Col. 22.022 32,5 dD. 497 5 
Flint & Pere Marq. 166,037 135,379 I. 30,658 24.7 
Great Western. ... 356,166 359,478 D. 3,312 9.2 
Ill. Cen., Ill. iines. . 580,730 511,453 I. 69.277) 13.5 
Towa lines....... 147,448 119,828 I. 27.615 23.1 
Int. & Gt. Northern. 211,932 181,444 IL. 30,488 16.8 
Lake Erie & West.. 129,066 105.179 L 23.887 22.7 
Louisv. & Nash.... 950,065 816,960 I, 138,105 $16.5 
Louisv., N. A. & C. 72,511 54,136 I. 18.375 17.0 
Mem. & Charlest’n. 101,115 111,842 b. 10,727 9.6 
Mo., Kan, & Texas. 400,165 330,510 I. 69,655 21.1 
Mo. Pacific. ....... 552.675 388,681 I. 163,994 42.2 
N. Y. & N. Eng.... 215,624 189,750 L. 25,874 13.0 
Norfolk & Western. 153,847 164,917 D. 11,070 6.7 
Ohio Central... .... 90,854 42,308 LL 48,546 114.8 
Peo., Dec. & Ev.... 67.755 40,607 I 7.148 66.2% 
8. L.A. &T.H, 
Main Line........ 104,307 104,577 _—D. 270 02 
Belleville Line... 64,680 71,148 D. 6,468 9.1 
St. L., I. M. & So... 516,370 570.958 D. 54,588 9.5 
Scioto Valley...... 34.206 20,761 I. 13,445 64.6 
South Carolina.... 109,254 103,988 I. 5,266 5.1 
Texas & Pacific.... 310.785 281,176 I 29,609 10.5 
Union Pacitic..... 1.961.088 1,339,799 TL 621.2890 46.5 


First week in Februar: 


Chi. & Eastern Ill... $35,256 $29,271 1. $5,979 20.5 
Chi. & Gd. Trunk.. 33,037 21,451 LL 11,586 53.8 
Chi. & Northwest’n 77 400 229,100 IT. 148.300 64.5 
Col., H. Valley & Tol 42,515 41,510 I. 1.005 2.4 
Denver & R.G..... 00.484 76.104 1. 24.380 32.1 
Hann. & St. Jo .... 36,563 30.719 1. 5.844 19.0 
Long Island........ 27,735 23,284 I. 445L 19.2 
Louisv. & Nash.... 240,132 199,600 1. 40,532 20.3 
Northern Pacific... 74.300 19,700 1. 44,600 277.2 
St. P., Minn. & Man. 114,000 34.000 I. 80,000 235.5 
Tol., Del. & Bur ... 19,051 11,631 LI. 7.42 63.8 
Wab.,St. L. & P. . 432,629 325,305 1. 107.324 33.0 
Week ending Jan. 21: 
Grand Trunk....... £38,715 £39,221 D. £505 1.3 
Week ending Jun. 28: 
Grand Trunk....... £37 627 £38,859 D. £1,232 3.2 
Year ending Dec. 31: 
1881 1880 
Boston & N. Y. Air : 
a $279,041 $283,604 D. $4,563 i.6 
Carolina Central... 606.847 527.888 L 78,959 14.9 
Des M. & Ft. Dodge 401,532 324,725 L. 76.807 23.6 
Net earnings..... 72,544 143,921 I. 28,623 19.9 
South Carolina..... 1,235,377 1,217,756 I. 17.621 14 
Month of December : 
B. & N. Y. Air Line. $13,782 $21,922 D $8,140 37.0 
Carolina Central... 64,193 58,790 I. 5.403 9.2 
Margq., H. & Ont. .. 19,000 14,000 I. 5,000 35.7 
South Carolina.. .. 126,061 134,217 D. 8,156 6.1 


Grain Movement, 


For the week ending Feb. 4 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets, and receipts at the seven Atlantic ports, have been, in 
bushels, for the past six years : 


Atlantic 

Year. receipts. 
BEE csn0dseccece cvcccecesa 1,477,302 970,548 1,975,509 
Wivnses ssensascedecccces 2,699,954 2,405,538 3,680,912 
Ss witoo  avaceseseces 2,863,091 1,681,013 3.926.153 
ba ebeeePsesccnaene..64 2,999,037 1,431,079 1,842,321 

. RRSRRORRRRC RS 1,632,348 2,149,442 
WOR icccers ¢ scccccseess 4,869,688 3,082,260 2,010,370 


The receipts of the Northwestern markets were thus 60 
per cent. more than last year or any previous year, and the 
shipments of these markets were nearly 90 per cent. more 
than last year and much larger than in any earlier vear; 
while the Atlantic receipts were smaller than 1878, 1879 or 
1881. Compared with previous weeks of this year, the 
Northwestern receipts are little less than the enormous ones 
of the week before, and also the Northwestern shipments, 
but this exception they bave never exceeded in a winter 
week. The Atlantic receipts, thougha little more than the 
week before, are decidedly small, in view of the North- 
western shipments, only a fraction of which, evidently, go 
as far as the seaboard. Of the Northwestern shipments only 
36,666 bushels, or 1.2 per cent., went down the Mississippi, 
and there were no exports from New Orieans that week. 

Of the Northwestern receipts, 41.8 per cent. were at Chi- 
ca*o, 24.5 at St. Louis, 11.9 ab Milwaukee, 11.6 at Peoria, 
5.1 at Toledo, 2.5 at Detroit, 2.3 at Cleveland, and 0.3 per 
cent. at Duluth. The St. Louis receipts are extraordinarily 


| large. They were chiefly corn, and probably were largely 
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for local supply, the country opposite in [linois not having 
raised enough fcr its own wants last year. 

Of the Atlantic receipts, New York had 46.6 per cent., 
Boston 28.5, Philad2lphia 14.7, Baltimore 5.7, Portland 
2.9, Montrea! 0.8, and New Orleans 0.8 per cent. The 
Baltimore receipts continue extraordinarily small, and 
three-quarters of the total arrived at New York and Boston, 
which bas very seldom occurred even when the canal was 
open. 

Por the week ending Feb. 8 exports were 86,179 barrels 
of flour and 886,367 bushels of ain, against 89,284 
barrels of flour and 2,194,050 bushels of grain in the cor- 
responding week of last year. : 

Receipts at four Eastern ports for the week ending Feb. 
11 have been : 


Bushels; New York. Boston. Phila. Baltimore. Total. 






1881.... 1,094,211 488,685 254,650 191,270 2,028,816 

1880... . 664,709  228,7 318,100 644,439 1,855,948 
P. c. of total: 

i SRR 54.0 24.1 2.5 9.4 100.0 

1880.. eae 35.9 12.3 17.1 34.7 100.0 


The immense increase in the percentages arriving at New 
York and Bostow chiefly at the expense of Baltimore are 
remarkable ; but last year the receipts at New York were 
small almost without example, owing to snow blockades, as 
this year the Baltimore receipts are insignificant. 

Receipts and shipments at Chicago and Milwaukee for the 
week endivg Feb. 11 were: 











——-Receipts.———. _ ——- Shipments.——. 

1881. q 1881. 1880. 
Chicago............. 1,616,840 1,077,433 1,656,235 1,058,403 
Milwaukee.......... 508,511 201,536 176,515 $2,108 
DOU. 65:<ish p08 2,125,351 1,278,969 1,832,750 1,140,511 


The receipts are 66 per cené. more this year than last and 
the shipments 6G per cent. more. The receipts are somewhat 
less than they have been, but are still very large. 

San Francisco wheat — for January were 3,663,227 
bushels of wheat and 57,104 barrels of flour. For tbe seven 
months of the California crop year] from July 1 to Jan. 31, 
the exports were as follows, flour reduced to wheat in the 
totals: 

1881-82. 1880-81. Increase. P.c. 

355,510 125,396 35.2 
12,866,047 11,677,410 90.8 


Fiour, barrels...... 480, 
Wheat, bushels... 24,543,457 





Total, bushels.. .26,707,534 14,465,842 12,241,692 85.3 

The exports this year are the largest ever made. The esti- 
mated stock of wheat on hand from the last crop is 626,000 
tons, equal to 20,866,700 bushels. 


Coal Movement. 


Coal tonnages are reported as follows for the week ending 
Feb. 4: 


1882. 1881. Increase. P.c. 
ANthPAbe ss isicaccvivs, canes 469,130 357,969 111,161 31.0 
Semi-bituminous ..... ..... 92,653 55,051 37,592 68.3 
Bituminous, Penna....... . 70,140 52,181 17,959 34.5 
Coke, POR. .52 cscs: ssicae 52,326 26,780 25,546 95.3 


Antbracite trade is quiet, and prices still continue weak in 
spite of the arrangements for curtailing production The 
prospect of an early spring also tends to weaken the demand 
for domestic use. It seems probable that further restriction 
of production will be needed. 

On Feb. 10 and 11, twelve tows, aancying in all 2,076,000 
bushels of coal, went out of Pittsburgh. ‘he water in the 
Ohio is now at a high stage. 

The coal tonnage of the Pennsylvania Railroad for the 
month ending Jan. 28 was: 

1882. 1881. Inc. or Dec. P. c. 
.-113,877 116,381 D. 2,504 2. 
Semi-bituminous. 243,440 168,104 I. 
Bituminous.... . 216,393 172,819 I. 
CORD vos ndccacnsae comcesmenn 237.521 194,854 I. 


Anthrcite..... 





TOOKE x5 060scckeseus.e eee 811,231 652,158 I. 159,073 24.4 


The increase this year is very large, especially in the semi- 
bituminous coals, chiefly in Clearfield and Cumberland. 


Dividing Idaho Business. 


A San Francisco dispatch says that an agreement has been 
made between the Oregon Railway & Navigation and the 
Central Pacific companies for a division of the business of 
Southern Idaho, which has heretofore gone chiefly to the 
Central Pacific. Rates to Idaho points will be the same from 
San Francisco and from Portland. 


Passenger Rates. 


At the meeting last week, after settling the questions re- 
lating to Srst-class passenger rates, the emigrant rates were 
taken up and a settlement made under which the rates pre- 
vailing before the war are restored, the basis being $13 from 
New York to Chicago. The new rates took effect Feb. 15. 
an as well as the other passenger business, is to be 
divided. 

It is understood that at the conference of the Western 
Trunk Lines Association with the trunk lines last week the 
latter proposed that a commission of 10 per cent. be paid to 
steamship and booking agents, and the representatives of 
the Association agreed to recommend this as a settlement. 


Chicago and Milwaukee Receipts. 
For the first two weeks of February receipts have been: 


Chicago: 1879. 1880. 1881. 1882. 
Grain, bush...... 2,669,708 2,591,743 2,390,169 3,430,909 
Fiour, bbls....... 164,174 81,167 200,820 218,747 
HOG, BO rccasccs 280,234 289,470 241,088 263,079 

Milwaukee : 

Grain, bush....... 602,319 499,936 387,080 891,457 
Flour, bbis....... 105,132 55,480 98,835 133,553 
Hogs, No......... 29,511 27,942 16,082 21,016 


Reducing flour to grain, the receipts at both places of flour 
and grain in each of the first two weeks of February have 
been, in bushels: 





Week to -———_——_ — Week to—_____—____ 
1879. 1880. 1881. 1882. 
WORF. vcciocicas 2,260,594 1,542,2 2,294,795 3,237,441 
be | UR 1,223,210 2,164,330 1,939,901 2,670,266 


Though the receipts this year in the second week were 17 
per cent. less than in the first, they were very much greater 
than in the corresponding week of any previous year. 


Inspection of Classification. 


Captain Wheeler, the head of the Chicago Bureau of In- 
spection, reports that in January tbe Bureau discovered 
9,843 packages containing freight of a class higher than it 
was billed, making a difference of $2,823.57 in the charges 
on it. It is believed that much fraudulent er was pre- 

is 


vented by the knowledge that the B - 
likely to detect it, edg e Bureau ex and was 


Western Weighing Association. 


This Association in January last weighed 40,477 cars of 
freight leaving Chicago, which is nearly 5,000 less than in 


THE SCRAP HEAP. 


Locomotive Building. 


At a meeting held in Schenectady, N. Y., Feb. 13, the 
capital stock of the new McQueen Locomotive Works was 
settled at $300,000, and the following trustees were chosen 
to somplete the organization : Charles Stanford, Walter 
McQueen, T. W. McCamus, Walter A. Jones, D. P. Mc- 
Queen, Frank W. Jessup, John D. Campbell, John McEn- 
croe, John A. DeRemer, N. I. Schermerhorn, G. G. Maxon. 
These trustees elected Charles Stanford President: J. A. De- 
Remer, Secretary; T. W. McCamus, Treasurer. 

The Pittsburgh Locomotive Works are being enlarged by 
a new shop 125 by 75 ft., two-stories high. A three-story 
brick office is also to be built. 

Pittsburgh parties intend to start up the old National 
Locomotive Works at Connellsville, Pa., closed since the 
failure of Baily & Co., who built light engines. 

The Pittsburgh, Cincinnati & St. Louis shops at Dennison, 
O., are building 12 engines, with 17 by 24-in. cylinders, for 
the road. The boilers are entirely of steel. 

The Brooks Locomotive Works at Dunkirk, N. Y., last 
week delivered a narrow-gauge engine to the Tionesta Valley 
road. 

The Rhode Island Locomotive Works at Providence last 
week delivered anew locomotive to the Boston & Providence 
road. 

The Manchester Locomotive Works at Manchester, N. H., 
recently shipped four locomotives, with 17 by 24-in. cylin- 
. and 5-ft. drivers, to the Oregon Railway & Navigation 

0. 

Car Notes. 

The LaFayette Car Works at LaFayette, Ind., are build- 
ing 100 box and 100 flat cars for the Rochester & Pitts- 
burgh road. 

The North Carolina Car Co. has been organized witl 
$50,000 capital stock to build car works in Raleigh, N. C. 
The officers are: J. C. Winder President; L. D. Heartt, Sec- 
retary and Treasurer; T. A. Kinsley, Superiatendent. 

The car shops at Milton, Pa , are working on a heavy con- 
tract for the Delaware, Lackawanna & Western road. 

The Pullman shops are to build the passenger cars for the 
New York, West Shore & Buffalo road, 

The stockholders of the National Car Co. were to meet in 
St. Albans, Vt., Feb. 16, to vote on the question of issuing 
$1,000,000 additional stock and $800,000 bonds, for the 
purpose of increasing the stock of cars and building repair 
shops. 

The Ontario Car Works in London, Ont., are turning out 
five box carsa day. They ure now running ona contract 
with the Quebec Central road. Contracts have been taken 
for a large number of box cars for the Great Western road, 
and for several postal and baggage cars for the Intercolon- 
ial road. 

Bridge Notes. 

Alden & Lassig, of the Leighton Bridge & Iron Works, in 
Rochester, N. Y., have the contract for the new bridges 
over the Genesee Canal in Rochester for the New York 
Central road. They have lately completed two bridges at 
Great Valley, N. Y., on the extension of the Rochester & 
Pittsburgh road. 

The Wrought Iron Bridge Co., at Canton, U., had last 
year orders for 314 bridges, of which 267 were completed. 
The capacity of the shops is to be increased. The largest 
contract now on hand is for a highway bridge at Lawrence, 
Mass., witb four spans of 155 ft. each. 

A. 8S. Miller & Son, of Portland, Or., have the contract 
for the bridges on 33 miles of the Oregon & California ex- 
tension. Besides a number of smaller bridges there will be 
one Howe-truss bridge of 100 ft. span, and another with 
three spans of 150 ft. each. 

The Philadelphia Bridge Works of Cofrode & Sayler at 
Pottst« wn, Pa., are crowded witb work, and have a large 
number of contracts to fill. 


Iron and Manufacturing Notes. 


The widely-known firm of Valentine & Co., manufactur- 
ers of varnishes, has been dissolved by mutual consent. The 
business will hereafter be conducted by an incorporated 
company known as Valentine & Uo., Mr. Lawson Valentine 
being President. The main office will continue at No. 323 
Pearl street, New York. 

Messrs. Hartz & Fix, of Cleveland, O., have received an 
order for one of their flue-welling machines from Mr. 
George Hackney, Master Mechanic of the Atchison, Topeka 
& Santa Fe. 

Cavett & McKnight, of Pittsburgh, are building a verti- 
cal shear of 70 tons weight for the Pittsburgh Steel Casting 


0. 

The Verona Tool Works of Metcalf, Paul & Co. up to Jan. 
1 last sold 41,214,153 of their patent nut-locks, the sales in 
1881 amounting to 13,116,681. Nine companies have each 
over a million in use. 
The Bethlehem Iron Co. has contracted to make 21,000 
tons of steel rails for the Baltimore & Ohio road. 
The Georgia Iron Works in Atlanta, Ga., will be sold at 
ublic sale March 1, under a decree of the Superior Court. 
he property consists of 25 acres of Jand, with furnaces, 
foundry and the ruins of the rolling mill, which was burned 
down some time ago. The terms are cash, but 80 per cent. 
may be paid io the bonds of the company. 


The Rail Market. 


An improved demand for steel rails is reported, but prices 
continue at $55 to $58 per ton at mill, and firm. No _ busi- 
ness is reported in foreign rails. 
Iron rails are quiet and nominal at $48.50 per ton at mill 
for heavy sections. Light iron rails are more in demand 
and some business is reported at $49 to $52, according to 
section. 

Spikes are quieter and prices easier, say $3.10 to $3.15 
per 100 lbs. Fish-plates and bolts unchanged. 
No sales of steel blooms are reported and quotations are 
entirely nominal at $46 per ton, duty paid. 
Old iron rails are dull. Quotations are lower, about $30.50 
per ton for tees in Philadelphia, and $32 to $32.50 for 
double-heads. 


Punishment for Negligent Employes. 


The Massachusetts Railroad Commission last week issued 
the following circular to the presidents and direetors of the 
several railroads of the state : 

‘“‘ The following is a copy of a communication recently 
addressed to the president of a railroad company, and it is 
sent to all the other companies operating railroads in this 
state for information: 

“Sir: Referring to your supplementary report of the 
accident at Lynn on Feb. 2, the Board requests you to supply 
the names and residence of the conductor and engineer who 
have been discharged for delinquency in the performance of 
their duty. 

‘“* The Board desires that this should be done in all cases 
where an accident appears to have resulted from the mis- 
conduct or negligence of an employé. And a like request 
will be addressed to the managers of all railroads in the 





December. It is nd freight that is weighed. 
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‘Your attention is also called to secs. 161 and 162 of the 
general railroad law, now re-enacted in the Public Statutes, 
chap. 112, secs. 208 and 209, which are as follows : 

““*Sec. 208. When an engineman, fireman or other agent 
of a railroad corporation is guilty of negligence or careless- 
ness whereby an injury is done toa person or corporation 
he shall be punished by imprisonment not exceeding 1% 
months, or by a fine not exceeding $1,000. 

““* Sec. 209. Whoever, having the management of or con- 
trol over a railroad train while being used for the common 
carriage of persons, is guilty of gross carelessness or neglect in 
or in relation to the management or control thereof, shall 
forfeit a sum not exceeding $5,000, or be imprisoned not 
more than three years.’ ; 

“it is hardly necessary to say that the guilt of a delin- 
quent employé depends in no degree upon the result of the 
accident which is caused by his fault. The chief end of 
punishment is to protect the community from a repetition 
of the offence, and not merely to quiet the community when 
it is excited over a great disaster. It, therefore, may often 
be the duty of the managers of a railroad to prosecute guilty 
parties where negligence has not resulted in the loss of life 
or limb. , 

‘* An erroneous idea prevails that the utmost which can be 
done in case of such an accident is to discharge the offend- 
ing parties. This, as you know, is owing to ignorance of 
the law; and the power to initiate criminal proceedings 
against offenders who have endangered the lives of the trav- 
eling public throws upon railroad managers the duty of so 
proceeding in clear cases. ; 

‘*The commissioners are aware that such prosccutions 
may be attended with difficulty. Sympathy may make it 
hard to secure convictions, or even to procure indictments, 
but this does not relieve railroad managers from the re- 
sponsibility which rests upon them. If prosecuting officers, 
or grand jurors, or juries of trial shall fail of their duty, 
the fault will be theirs. In cases where lives have been lost 
as the result of a preventable accident, public opinion de- 
mands a trial, but public safety demands it whenever lives 
have been endangered by such an accident.” 


Consolidating the Lines. 


Two young and aspiring railroad men who were placed 
on the retired list, owing to the consolidation of Gould’s 
Southwestern roads, on one of which they had been em- 
ployed, recently discussed the tendency toward consolidat- 
ing the principal railway lines in the country, and the hard- 
ships resulting therefrom to young and aspiring railroad 
men like themselves, who were thrown out of em»loyment 
and prevented from earning a fair living. During their 
conversation they expressed themselves rather emphatically 
and in language that shocked the feelings of a missionory 
who was sitting close by listening to the remarks. He stood 
it as long as he could, but finally he lost his patience and 
walked up to the two young ratiroad men and reprimanded 
them for using such profane language. 

‘* You ought to know,” be said in conclusion, “‘ that there 
are but two roads, one leading to hell and damnation and 
the other to joy and salvation; now which would you rather 
take ?” 

‘* Well,” replied one of the railroad men, after getting 
over his surprise at being thus addressed, ‘* I don’t think I'll 
take either, for it is ten to one that the two roads wil fall 
into the hands of Gould and be consolidated before I get 
there.” 

The missionary made no further effort to convert the 
heathen, and left disgusted.—Chicago Iribune. 


Tramps. 


A dispatch from Terre Haute, Ind., Feb. 9, says: ‘‘ A pas~ 
senger train, when slowing up near this city this afternoon, 
was boarded by a gang of tramps who tried to take posses- 
sion of the baggage car. They were ejected, and afterw: rl | 
three of them were captured and foun! to be men released 
from jail this morning. The bagga.,e-master was badiy 
bruised, but remained on the train.” 


Outrageous. 


On the northward bound Utah Central train the other day 
a couple of Chinamen were conspicuous. They got on at 
Milford and were presumably en route to a more prosperous 
latitude. That they and their kind are unfit for association 
with the cultivated Caucasian was evidenced in many ways, 
nearly everything they did »nd all they said being totally at 
variance with the prevailing features of the Anglo-Saxon. 
There was room in the car, and when the heathen got wearv 
they reversed the back of the seat opposite them, took off 
their shoes and placed their clean-stockinged feet on the 
eushions. This is an innovation not tobe tolerated, and the 
fact that a Chinaman is not sufficiently imitative to get mud 
on his shoes and hoist them in that condition on to a plush- 
covered seat isa conclusive argument to the effect that the 
Chinese must go.—Salt Lake Herald. 


New Form of Locomotive. 


The Giornale dei Lavori Pubblici (Rome, Dec. 28) de- 
scribes a new form of locomotive, invented by Sig. Alfredo 
Cottrau, director of the Impresa Industriale Italiana, of 
Naples, intended for use upon lines where there is much 
variety of grade, as in the Appenine Valley railways, The 
driving axles are furnished with a second and smaller pair 
of driving-wheels, keyed on, ani placed indifferently either 
outside or inside the ordinary driving-wheels. As they are 
smaller than the latter, they of course revolve idly in the 
air when the train is passing over levels or slopes of small 
gradient; but where the gradient is steep, special rails are 
laid down, raised above the normal track, in order to catch 
these supplementary wheels and give the engine a double 
grip ontheline. It is claimed that it can drag up a slope 
the same weight as over a level, though at diminished speed, 


Steam Hammers in Pittsburgh. 


In a speech made at the reunion of the Engineers’ Society 
of Western Pensylvania in Pittsburgh a few evenings 
ago, Mr. Wm. Miller, of the Duquesne Forge, referred to 
the hammer of the ancients, traced its slow development 
and evolution until the advent of the Nasmyth hammer, 
many years ago. The gentleman had trudged miles in old 
Scotland to witness the first blows of the first Nasmyth 
hammer, and stated that, though 23 years ago Everson, 
Preston & Co. operated the only steam hammer in this city , 
he was proud to learn that there were now 239 hammers 
bung in rolling mills, 219 in steel works, and 141 in forges 
aud bloomeries, a total of 599 hammers; and among them 
the Parke hammer, the largest in the United States, 
Electric Railroads. 

At Lichterfelde, near Berlin, Dr. Siemens nine months ago 
built the first electric tramway, extending several’miles, and 
connecting two railroad stations. Ever since that time only 
one car has been in use to convey passengers, but recently 
another car was placed on the rails, with a view to ascer- 
tain what effects would follow. It was found that the two 
cars moved in either direction as safely and with the same 
speed as a single car, the only difference being that when 
two cars were on the rails the steam engine which provides 





state. 


the electric current had to exert twice the power required 
for one car, These experiments have, therefore, demon- 
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strated the fact that on an electric tramway several 
machines can run at the same time without interfering with 
each other. The fare chirged on this road is five cents. 
The invention is at present little more than a curiosity. 

The electric railroad at the collieries of the Donners- 
marckhutte Co., in Silesia, is about to be opened. It was 
constructed by Siemens & Holske, on the same plan as they 
adopted in Paris. The maximum speed of the locomotive 
is eight miles an hour. The same firm have also contracted 
with another colliery company to construct an electric line 
for doing the underground haulage. 





OLD AND NEW ROADS. 

Atlantic, Tennessee & Ohio.—This road, which was 

recently leased to tbe Charlotte, Columbia & Augusta 

Company, last week had its gauce changed from 4 ft. 8% 

in. to 5 ft. to conform to that of the lessee’s road. The road 
runs from Charlotte, N. C., to -Statesviile, 481¢muiles. 


Augusta & Knoxville.—It is stated that this road has 
been sold tothe Svuth Carolina Railway Company; the 
terms of the agreement are not given. The road is now com- 
— from Augusta, Ga., to Dorn’s Mine, S. C., 40 miles. 

ts further extension is uncertain. 


_ Baltimore & Ohio.—The following circular has been 
issued by S. Spencer, Third Vice-Presideut: 

“In view of the fact that a number of requests or passes 
have recently been made by telegraph. which upon investi- 
gation have been found to be unauthorized by proper 
officials, it has been found necessary to decline to issue com- 
 rrwingensen and exchange passes except upon request by 
etter upon official letter-head, and over the ceauanas signa- 
ture of the applicant. 

‘All officers issuing such passes will please conform 
strictly to the above.” 


Bismarck, Mouse River, Turtle Mountain & 
Manitoba.—This company as been organized at Bismarck, 
Dakota, t> build a railroad from that place north to the 
Manitoba line, about 180 miles. 


Camden, Gloucester & Mt. Ephraim.—It is an- 
nounced that the original stockholders and builders of this 
road have again secured control. They will make exten- 
sive improvements in the road. 


Canadian Pacific.—The contract for the grading from 
Emory’s Bar to Port Moody in British Columbia has been 
awarded to A. R. Onderdonk, whose bid is the lowest made 
in the regular form. The British Columbia section of the 
road, it will be remembered, was not included in the trans- 
fer -” the syndicate, but will be built by the govern- 
men 


Charleston & Southeastern.—This company has 
been incorpvrated to build a railroad from Charleston, IIL, 
southeast to York on the Wabash River, about 35 miles. 


Cherokee.—It is said that the Cherokee Iron Co., which 
now Owns this road, will soon begin work on its extension 
from Cedartown, Ga., westward to some point in St. Clair 
County, Ala.. where it owns a large tract of coal land. The 
distance is about 70 miles. 


Chicago & Eastern Illinois —The Chicago Times 
reports of the alliance between this company and the Louis- 
ville & Nashville ‘‘ That the Chicago & Eastern Dlinois and 
Louisville & Nashville companies have an equal interest in 
the Evansville & Terre Haute Railroad, the intermediate 
link; that the Louisville & Nashville desired a_ relation 
with the Chicago road, which would be something more 
than a mere traffic arrangement, and that the Louisville & 
Nashville therefore purchased 8,000 shares of the stock of 
the Chicago & Eastern Illinois Railroad. The total issue of 
stock is 30,000 shares. It will be seen, therefore, that the 
Louisville & Nashville Company does not control the Chi- 
cago & Eastern Illinois, but holds only such an interest as 
will give it standing in the councils cf the Chicago com- 
pany. While itis tbe purpose of the three companies to 
work in perfect accord, it is not probable that the manage- 
ment of the Louisville & Nashville will be extended over the 
trans-Ohio or Chicago liae.” 


Chicago & Northwestern.—The following is a com- 
paiative statement of the earnings and expenses of the 
Chicago & Northwestern Railroad Company, including all 
of the lines controlled by it, for the years 1880 and 1881, 
as reported to the State Commissioner of Wisconsin : 


—————1880.— ~ ——-—1881.— 
Earnings. Expenses. Earnings. Expenses. 




















January....... $1,154,631 $800,166 $1,240,667 $1,081,108 
February.... . 1,131,682 691,846 963,204 962,222 
MAGOR....0 5055 1,361,724 666,359 1,178,795 910,072 
April . -- 1,204,572 749,816 1,474,611 846,68 
May... 1,875,608 660,863 1,879,006 591,343 
June.. 1,671,177 930,914 2,306, 1,146,586 
CO SO 1,699,685 866,950 1,983,031 1,002 399 
August........ 1,767.938 886,478 2,315,164 1,165,430 
September..... 2,020,244 848,752 2,292,676 972,899 
October........ 2,105,216 850,365 2,341,097 1,047,955 
November..... 1,855,671 823,98:2 2,019,037 895,781 
December..... 1,477,902 826.950 1,855,476 934,412 
po | Bee $19,416,007 $9,597,479 $21,849,210 $11.556.892 
Net earnings ........... $9,818,528 ............ $10,292.318 


The company operates in all 3,281 miles of road, of which 
487 are operated under lease. The company owns 2,731 
miles of r ad, the actual cost of which to Jan. 1, 1882, was 
$127,043,982, including the expenditures for construction 
on leased lines. At the close of the year the company had a 
total interest-bearing debt of $61,057,000, 


Chicago, Portage & Superior.—The property of this 
company has been attached in a suit begun in the United 
States Circuit Court by H. G. Angle, of New York. 

A temporary injunction has been obtaiued by the pur- 
chasers of the Jackson stock, restraining the company from 
holding meetings or issuing new bonds. The trial of this 
suit wil bring up the whole question of ownership. 


Chicago, Rockford & Northern.—The foreclosure 
suit agaiust this company has been withdrawn and all other 
litigation settled, and the road will pass into the possession 
of the Chicago & lowa Company as soon as the business of 
the Receiver can be closed up. The settlement includes the 
purchase by the Chicago & lowa Company of a large inter- 
est in the stock and bonds of the company, the grant to the 
Chicago, Milwaukee & St. Paul of one-half of the right of 
way from Rock River to Davis Junction, and the joint use 
of the bridge over Rock River and the station and yards in 
Rockford. It is understood that the Chicago, Burlington & 
Quincy advances the money needed to buy the securities. 


Chicago, St. Paul, Minneapolis & Omaha.—Track 
is now all laid on the Norfolk Branch, which leaves the 
Nebraska Division at Emerson, Neb., and runs west by 
south to Norfolk, connecting there with the Union Pacific 
and the Sioux City & Pacific roads. The branch is 40, 
miles long and will be opened for business as soon as a 
bridge over Spring Creek is ready for the passage of trains. | 


Cincinnati & Eastern.—Track is laid to George’s 
Creek, O., four miles eastward from the late terminus at 
wal ce and 66 miles from the junction with the Cincin- 
nati Northern road. Work is progressing steadily. 


Cincinnati, pee yy St. Louis & Chicago.— 
Plans have been completed for the new shops at Indianap- 
olis. The main shop will be 275 by 550 ft., and there will 
— a F large car shop and two round-houses of 28 
stalls each. 


Columbus, Chicago & Indiana Central.—At a 
meeting of the first-mortage bondholders in New York, Feb. 
9, the following agreement between the Bondholders’ Com- 
mittee, the Pittsburgh, Cincinnati & St. Louis and the 
Pennsylvania Railroad Company was presented : 

1. The parties of the first part shall cause the so-called 


Central Railway Company to be foreclosed and the property 
—— thereby sold in such manner as the court may 
irect. 


obtained on terms satisfactory to them, either by the parties 
of the first part, or by some person or persons who shall be 
bound by the terms of this instrument. Such purchasers 
shall form a new corporation to take the ip oy f with a 
capital of $10,000, in common stock and $20,000,000 in 


earned, at the rate of 6 per cen.. 
annually, in preference to any dividend on the common 


interest to accrue on delayed dividends not earned. 


bonds for $22,000,000, payable at the end of 50 years, 


bond of that company, secured by its first-consolidated 


been issued; making a total amount of these bonds, to be 
issued in excaange for old bonds and receipts (exclusive of 
the said sectional bonds) of $12,878,000 _ value. The 
remaining $8,622,000 of such bonds shall used by the 
new company to raise money for necessary improvements. 
4. The parties of the second and third part shall pay to 


made against them by the Columbus, Chicago & Indiana 
Central Railway Company or its present receivers and 


lease and amended lease, the sum of $2,400, in cash at 
provided in section 8 hereof, which shall be used in paymens 
of the various sums in cash herein provided to be paid and 
for necessary improvements. 

5. There shali be paid or issued t» the holder of each out- 
standing receipt of the Committee above mentioned and to 
the holder of each outstanding bond issned by the Columbus, 
Chicago & Indiana Central Raiiway Company, secured by 
its first-consolidated mortgage aforesaid, the sum of $150 in 
cash, together with $400 in preferred stock of the new cora- 
pany. as above described, in addition to the 5 per cent. gold 
bond hereinbefore mentioned. 

6. The party of the third part shall convert the second- 
mortgage bonds of the Columbus, Chicago & Indiana Cen- 
tral ilway Company now held by it. into income bonds, 
in accordance with the decree of the United States Circuit 
Court; and the holder of every income bond coming into 
this scheme shall surrender to the parties of the first part all 
such income bonds held by him, and shall also pay to them 
10 per cent. in cash on the par value thereof; and in consid- 
eration thereof he shal] receive $1,250 in the said preferred 
stock and $250 in the said common stock of the new corpo- 
ration in exchange for every income bond so surrendered. 

7. The holders of stock in the said company coming into 
this scheme shall surrender to the parties of the first part 
every certificate for such stuck held by them, and shall also 
pay to them 5 per cent. in cash of the par value of such 
stock, and in consideration thereof each of them shall re- 
ceive certificates of common stock in the new corporation 
for a the amount of their respective holding of old 
stock. 

8. All the amounts hereinbefore required to be paid in 
cash, and all the stock and bonds hereinbefore required to 
be surrendered, shall be respectively paid and surrendered 
to the parties of the first part, asa purchasing committee, 
to enable them to carry out the scheme of reorganization, 


0 | except that the said sum of $2,400,000 is to be paid to the 


parties of the second and third parts to the new corporation 
when organized, and not utherwise. 

9. The arrangements herein provided for shall be accept- 
ed by all the — in interest as a satisfactory and final 
settlement of all matters in dispute between the Colum- 
bus, Chicago & Indiana Central Railway Company, its 
bondholders, trustees and receivers, and ube parties of the 
second and third parts. The bonds held by the parties of 
the first part, for which receipts have been issued, shall be 
used fur such purposes as they mey deem necessary for the 
effectual carrying out of the plan of reorganization hereby 
provided for; and (with the consent of the parties of 
the second and third parts) they may make avy 
further arrangement and agreements which may be 
necessary for carrying out the same; and the parties 
hereto do mutuaily covenant and agree that they will 
make and execute such further and other papers as may be 
necessary in law to fully carry out the true intent and 
meaning of this agreement; and the parties of the first part 
may, upon public notice of not less than 60 days, limit the 
time in which bondholders and stockholders may come into 
the scheme of reorganization, and shal] be bound to give such 
notice, if so reque:ted by the party of the second or third 

rt. 


10. This agreement shall be inoperative and void, unless 
approved and ratified by at least two-thirds in amount of 
the bondholders§subscribing the agreement of the consoli- 
dated first-mortgage bondholders of the Columbus, Chicago 
& Indiana Central Railway Company, dated Nov. 5, 1875, 
in the manner pene» by that agreement; and either of 
the parties of the second and third parts shall have the op- 
tion to declare this agreement inoperative and void, at any 
time after Feb. 11, 1882, upon three days’ notice in writing, 
served upon any one of the parties of the first part, perso- 
nally, if, before the expiration of the said three days, this 
agreement shall not bave been approved and ratified by the 
said bondholders in manner aforesaid. 

After ‘ong discussion the meeting adjourned to the next 
day, when the agreement was ratified by over two-thirds in 
amount of the bonds. The bonds thus voting were chiefly 





those held by the Pennsylvania Railroad Com yy in its 
interest. It is said that holdersof about $2,000, of the 
bonds will not accept the ment, and will do every- 
thing in their power to prevent it from being put into effect. 
They claim that it is decidedly to their vantage. 


trustees, and in full settlement of all pending litigation and tres. ee 
in full discharge and acquitance of all liability under the | ,, Most of the employés in the company’s telegraph offices 


Hannibal & St. Joseph.—In the suit brought by this 
company to enjoin the Governor of Missourifrom taking any 
steps to enforce the payment by the company of interest 
upon the state aid bonds (the principal of which the company 
has paid), the United States Circuit Court has decided in 
favor of the state, and refused to make the injunction 
permanent. 


Herkimer, Newport & Poland.—This road is now 
completed to Poland, N. Y., 1614 miles from the junction 
with the New York Central at Herkimer. 

The company asks subscriptions to its stock to the amount 
of $32,000 for the purpose of buying more equipment, bal- 
lasting the road, building a bridge to extend the track into 
Poland Village and paying off floating debt. 


Indiana, Bloomington & Western.—The trouble 


consolidated mortgage of the Columbus, Chlenge & Indiana | over the crossing of the Pittsburgh, Cimciunati & St. Louis 


tracks at New Castle, Ind., by the extension of this road, 
has been settled by an order of the United States Circuit 
Court, directing that the new road shall pass under the 


2. The property thus sold shall be bought in, if it can be | tracks of the old, a slight adjustment of grade to be made to 


give sufficient room. 


Tronton.—This short Pennsylvania road has been sold to 
the Thomas Iron Company, which owns several mines on 
the line. It is 10 miles long, from Coplay, Pa., to Ironton 


preferred stock; the latter to be entitled to dividends, if and Orefield, and its chief business is iron ore and limestone. 
9 ’ 
r annum, payatle semi- 


Knox & Lincoln.—The lease of this road to the Maine 
Central, as approved by the directors of both companies, 


stock; such preferred dividends to be cumulative, but no | guarantees to the towns owning the road the same number 


of trains as is now run ; that the local freight and passenger 


3. Such new corporation shall issue its first-mortgage | rates shall be the same as on the Maine Central line between 


Portland and Bath; that the rent shall be paid semi-annually, 


in gold coin, with interest at the rate of 5 per cent. per | andif the aye is delayed 60 days, then the towns may 
annum, payable semi-annually, in like gold coin, with all | abrogate t 

usual clauses necessary to make the said mortgage valid | Maine Central shall have no such power of abrogation. The 
and effectual. Of those bonds, $5,500,000 par value | rental is to be $60,000 a year for 20 years and $72,000 a 
shall be reserved to provide means to pay for underlying | year thereafter. 

sectional bonds as they become due. One bond for 
nearer hho Soned S seeenere Se soc — —. tors report as follows on the condition of the work on this 
bus, Chieago & Indiana Central Railway Company; road , now being built by the Mexican National Construc- 
and one bond shall be issued in exchange fcr each similar | 00 Company : 


e contract by giving 30 days’ notice ; but the 


Mexican National.—The Mexican government direc- 


Toluca Division.—Track laid and ready~for operation, 18 


mortgage, and for which no such Committee’s receipt has kilometres; grading, including track laid, 73 kilometres. 


Mara vatio Division.—Grading concluded, 42 kilometres; 
tunnel excavation, 254 lineal feet. 

Mor elia Division.—Grading concluded eastward, 58 kilo- 
metres; ing concluded westward, 20 kilometres. This 
needs only track-laying, two bridzes and 26 culverts. 

Zacatecas Division.—frack iaid, 20 kilometres; grading 


the said new corporation, in full satisfaction of all claims | finished, 12 kilometres. 


Colima Division.—Grading finished, 31 kilometres. 
Laredo Division.—Track laid and in operation, 40 kilome- 


they say are Mexicans. They report from 12,000 to 15,000 
men at work on the lines, which, they think, will be fin- 
ished by the time fixed in the laws and concessions under 
which construction is going forward. 


Mississippi, Albuquerque & Interoceanic.—This 
company hag a bill before Congress to authorize it to build a 
railroad and buy the right of way through the lands of the 
Choctaw and Chickasaw nations in the Indian territory. 


Nebraska Central.—This company has filed articles of 
incorporation to build a railroad from a point near Talmage, 
on the Kansas line, north to Niobrara, about 200 miles. 


New York & Boston Inland —This company has 
made application in several towns on its projected line in 
Mamachenctts to have the location of the road approved. 
The length of line in that state is 4414 miles. 

Application has also been made in Connecticut for a spe- 
cial charter under the name of the New York, Connecticut 
& Boston Company. The length of road in tnat state is 113 
miles, crossing the state diagonally, the location on the 
western end being nearly parallel to the New York, New 
Haven & Hartford, and generally north of that road. 


New York Central & Hudson River.—The contract 
for the ding and earth-filliog for the new elevated line 
through bester, N. Y., has been let to Craigie, Rafferty 
& Yeom»ns, of Buffalo. The contract for the bridges over 
the canal is taken by Alden & Lassig, of the Leighton 
Bridge & Iron Works in Rochester. The masonry is not let 

et. 
¥ Having increased the number of brakemen carried on each 
freight train, this company has reduced the wages paid 
from $2.16 to $1.86 per day. Some of the old hands have 
left the road. 


New York, Chicago & St. Louis.—Oflicial informa- 
tion from this company is that on Feb. 11 track had been 
laid on the road as foi!lows: Cleveland, O.. eust, 72.04 miles; 
Bellevue, O., east, 14.09; Bellevue to Ft. Wayne, Ind., 
123.81; Hadiey, Ind., west, 21.80; Valparaiso, Ind., east, 
61.54; Valparaiso, west, 21.10; total, 314.38 miles, being an 
increase of 45 miles since Jan. 1. 

The progress made on this road has been very rapid. 
Over 500 miles of road have been located and graded in 
300 days, and 314 miles of track laid within 2U0 days, the 
work including over 50,000 cubic yards of masonry and 
several very large iron viaducts. This work has been done 
through a thickly settled country, where many difficulties 
aeheutied the securing of the right of way. The road bas 
been carefully bui/t, is laid with steel rails on 3,00 ties to 
the mile, and the track is ballasted as fast as laid. The gen- 
eral level of the rcad has been kept as high as possible, to 
avoid damage from water, and the track is generally ccn- 
siderably above that of the Lake Shore road, to which it is 
parallel. The Chief Engineer states that from Ft. Wayne 
to Dunkirk, 360 miles, there is no grade over 20 ft. to the 
mile. The curves are also few, and in one place, from a 
few miles east of Ft. Wayne to Arcadia, there is a tangent 
90 miles long. This, we believe, is the longest tangent in 
this ccuntry. 

The time set for the completion of the road is July 1. 
Owing to the mild winter, which has permitted work tocon- 
tinue with little or no interruption, it may be finished some- 
what sooner. it bus been decided torun no regular trains 
and to carry no traffic until the whole road is finished. 


New York, Lackawanna & Western. — The New 
York Supreme Court has decided in favor of this company’s 
right to - ve commissioners appointed to condemn a cross- 
ing of the Lake Shore tracks in Buffalo. 

e Buffalo City Council has finally granted a route for 
the entrance of the road into that city. The grant gives the 
right to cross and use a number of streets, but is accompanied 
with many limitations and conditions designed to protect 
the city. It is understood that the company will accept it 
as passed. 


New York & New England.—The Boston Transcript 
of Feb, 15 says: “ The question of a sale of the New York 
& New England Railroad Company’s stock held by the state 
will shortly come before the Legislature of Massa- 
chusetts. he measure to be pe will autbor- 

a second mortgage of $5,000,000 6 per cent, 
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bonds, running. 20 years, to be issued for double- 
tracking the road and furnishing rolling stock and improve- 
ments, and also to purchase at 50 the $3,000,000 of capital 
stock held by the state. The $10,000,000 first-mortgage 
bonds have all been issued and the money expended, and 
the road is now opened to the Hudson River. The state will 
now be offered 3 per cent. upon its investsments, which in- 
come can, it is supposed, be placed to help out the 
Troy & Greenfield sinking fund. The reason of the ad- 
vance in New York & New England and Hartford & Erie 
bonds to 88 last spring lay in the proposed lease of the road 
to the Erie Railroad Company upon a graduated guarantee 
of 3,5 and 6 per cent. upon New York & New England 
stock. President Jewett and Vice-President Blanchard, of 
the Erie Railroad, were favorably disposed toward it, and 
it might have been consummated had not the rail- 
road war forced the trunk lines to husband their 
resources. The late advance to 80 upon the 
advent of Gould, Sage, Dillon and Field into the directory 
was due to the proposal to build a New York & New Eng- 
land extension from Danbury into New York city by way 
of the elevated railroad tracks. The New York parties 
agreed to furnish seven-tenths of the money for this exten- 
sion, but for the present the New York project is abandoned. 
These, then, are the causes of the two great and mysterious 
advances in New York & New England securities.” 


New York, Susquehanna & Western.—It is an- 
nounced that an agreement has been finally concluded be- 
tween this company and the Delaware, Lackawanna & 
Western. The conditions are substantially as heretofore 
stated. The extension of this road is to end at Gravel 
Place, about 50 miles from Scrauton, and the Delaware, 
Lackawauna & Western is to carry its business between the 
junction and Scranton; but this company will have no local 
business over the other road, its traffic, both coal and gen- 
eral, being limited to that between Scranton and points east 
of the junction. 


New York, West Shore & Chicago.—The contractors, 
Belden, Dennison & Co., have begun work on the grading 
in Utica. Work will soon be begun at several other points 
between that city and Syracuse. 


Norfolk & Western.—The various companies under 
whose charters this company’s coal branch into West Vir- 
ginia is being built are to be consolidated into on? corpora- 
tion, all the stock of which will be held | y the Norfolk & 
Western. The companies are the New River Railroad Com- 
pany. of Virginia; the New River, of West Virginia, and 
the Blue River. The consolidated company will be known 
as the New River Railroad & Mining Company. 


Ogdensburg & Lake Champlain.—Trouble was re- 
rorted last week between this company and the Central 
‘ermont in relation to the use of the latte:’s road between 
Rouses Point and Swanton as a connection between this 
road and the Portland & Ogdensburg. The Central Ver- 
mont attempted to charge full local rates ou all through 
paca. and a heavy arbitrary rate on all cars trans- 
erred. In retaliation this company began sending all the 
business possible over the Delaware & Hudson lines from 
Rouses Point. 

The latest dispatches say that the trouble has been settled. 


Ohio.—At the adjourned meeting of Cincinnati, Hamil- 
ton & Dayton stockholders on Feb. 11, a committee reported 
the following form of agreement, which was approved and 
signed by many of those present: 

“Whereas, It is considered doubtful that the consolidation 
of the Cincinnati, Hamilton & Dayton Railroad with the 
Cleveland & Columbus Railroad, agreed upon in June last, 
will be allowed by the courts to be perfected; and whereas, 
in such event it is apprehended that an effort will be made 
by parties to acquire control of the organization of the Cin- 
cinnati, Hamilton & Dayton Railroad by purchase or other- 
wise of a majority of the stock to the prejudice and loss of 
present stockholders: now therefore, 

‘For mutual protection, and to prevent a raid upon the 
stock by depressing its price in the market, and to avoid the 
sacrifice which would result to those who might be left in a 
minority, the undersigned agree to deliver over aud meee 
into the hands of William Hooper, Henry Hanna and M. 
Werk, trustees, the certificates of stock owned and held by 
us in said railroad, to be retained by them for the beneficial 
use of the said stockholders, respectively, on the following 
trust : First, the said trustees shall carefully keep possession 
of the certificates surrendered until they shall be directed to 
redeliver them to the respective owners, when the purpose 
of this trust shall be considered to have been accomplished, 
but not later than July 1; second, that the said trustees shall 
be empowered toreceive proposals for the sale or lease cf the 
road, and report the same to the stockholders at a called 
meeting, but no sale shall be made of the stock that does not 
include the shares held by the parties to the agreement ; 
third, that the trustees aforesaid are hereby appointed our 
attorneys and furnished proxies to vote upon the stock here- 
by surrendered by us at any meeting of stockholders for the 
election of directors or for other purposes ; fourth, in case 
the consolidation be made legal! the trustee shall return the 
certificates lodged with them at once.” 

A dispatch from Columbus, O., Fe». 15, says: *‘‘In the 
case of the state of Ohio, in relation of the Attorney-General 
against Wm. H. Vanderbilt and others, in the Supreme 
Court, the attorneys on both sides have arrived and will 
argue the case to-morrow. ‘The main question to be decided 
by the court will be whether the so-called consolidation of 
the Cincinnati, Hamilton & Dayton Railroad and the 
Cleveland, Columbus, Cincinnati & Indianapolis Rail- 
road, and the incorporation of both interests into one 
under the name of the Ohio Railroad Company, is not in 
violation of thelaws of the state. Thequo warranto pro- 
ceedings brought by the Attorney-General have attracted 
much attention, and the highest legal talent has been 
brought into the case. The ground taken by the Attorney- 
General is that the consolidation is illegal.” 


Ohio & Mississippi.—Receiver Douglas’ statement to 
the Court for January is as follows : 


GC I Ns or a rcacis coe ceo ccwesccccs ... $304,101 
Receipts from QJ) SOUFCES...... 206... cece ccc ccccscce 421,629 
ON eats Hiash WL gkh adam dod).2 Rebs. sdabene geese - $725.730 
Vouchers prior to Nov. 18, 1876................. $7,856 
VOUCHKEOTS, PAY -TOUR, C66... 22 nce s cee scecnccces 381,048 
Three new postal and 100 coal ears............. 6?,650 
CORPOMD GIN Hee Bers danse caus beitesssseccues 00 MOORS 
—-—— 681,642 


Cash on hand Feb. 1. ........ are eee 

The disbursements exceeded the receipts by $260,013 for 
the month. 

A committee composed of Messrs. A. Campbell, John H. 
Smith, Lucius Tuckerman and John A. Rutherford, of New 
York, ask for proxies to be used at the special meeting on 
April 9 next. Asto their intentions the members of the 
committee say : ‘‘ While weare in complete accord with the 
objéct of the President’s circular, which has just been is- 
sued, as far as taking the prcgerts out of the hands of the 
Court and restoring it to its shareholders, we wish to retain, 


that are not directly to the stockholders’ advantage, and to | 
assure the New York stockholders a fair representation at | 
the company’s board of directors.” 
A fuller statement of the plan of reorganization than that | 
heretofore given is found in the following extracts from the 
committee’s circular to the stockholders: ‘‘ You have been 
notified of a stcckholders’ meeting to be held on April 6, 
1882, at Flora, Il. (a place in Illinois being designated be- 
cause the meeting is held only in pursuance of the laws of 
that state), for the purpose of expressing your concurrence 
in, or dissent from, the creation of a mortgage debt for cer- 
tain purposes, named in the notice. It is proper you should 
be advised of the necessity for such a step. * * * The 
recent annual report of the company bas advised you 
of the progress made under the receivership in the pay- 
ment of floating debt claims, interest upon mortgage debt, 
and of the very valuable improvement made _ in 
the physical condition of the property, but it also exhibited 
alarge amount of indebtedness for interest and sinking 
fund arrearages, and other legal obligations, which were 
accumulating against the company and carrying interest at 
comparatively high rates, which could not be fully met 
from earnings under the receivership. * * * Itwas 
then thougLt that the round sum of $2,000,000 would be 
sufficient to meet the demands of the company and to se- 
cure the restoration of its property from the custody of the 
courts to the control of the directors. It was apparent that 
there were but three alternatives presented to the stock- 
holders; first, to submit to a foreclosure and sale of the 
company’s property, by reason of the continued default in 
the payment of interest on mortgage debt and of contribu- 
tions to the several sinking funds; second, to secure the con- 
tinued indulgence of creditors and of the courts until out of 
net earnings the defaults referred to might be removed; or, 
third, for the stockholders to raise the money to pay in full 
the just debts of the company and again assume control of 
the property. * * * It was manifest that the third al- 
ternative was the one to be adopted, and when the sugges- 
tion of the committee of English shareholders was pre- 
sented to the board in October last, it was at once approved, 
and a committee appointed to carry it into execution. This 
committee, after making a careful examination of the com- 
pany’s financial condition, have found that a larger sum 
than was supposed in October will be necessary to meet the 
demands of the company, as will be shown by the scheme 
adopted, which embraces the followiug : 

** The creation of a new series of 5 percent. bonds having 
50 years to run, secured by mortgage covering the Main 
Line, Louisville Branch and Springfield Division, in all 624 
miles, together with the rolling stock and other personal 
property, to the amount of $16,000,000, 

Of whieh will be reserved to take up old 

bonds when and as they mature 
The residue to be used for following purposes : 

To pay past due coupons on first mortgage $48,825 
To pay past due coupons on second mort- 
CT ccin Ba kdntnad WRe tine bieandeeehedae oe Oe 
To pay past due coupons on Springfield 
ee er Da a eenea Sea aee 351,575 
To pay past due contributions _first- 
mortgage sinking fund................... 177,000 
To pay past due contributions second- 


$12,784,000 


mortgage sinking fund.................... 165,845 
To pay past due second-mortgage Western 

I EE acastic ex» see nxdallads xine. ne 
Debenture bonds . 140,000 


Special loans (for which Springfield Division 
bonds are hypothecated).................. 250.C00 
Remainder of floating debt, estimated at.. 150,000 
..-. 300,000 
For additional equipment and terminal 
faciities.......... tat 4b FP ece te 


999,695 
a 3.216.000 


Total Sar sae $16,000,000 


‘‘ The first issue of new bonds, $3,216,000, to be further 
secured by a pledge of $991,000 Springfield Division bonds, 
of which the company will have control (after payment of 
special loaus for which some of them are now pledged). 
his pledge to determine, and said $991,000 of Springfield 
bonds to be canceled, whenever the company shall be able 
to retire its present first-mortgage bonds, no default 
then existing as to the interest on such new 5 per cent. 
bonds. * * * 

** Assuming that we may, by the use of the new bonds, 
promptly extinguish the $97,000 of second-mortgage West- 
ern Division bonds, and also the $140,000 of debentures, we 
yet have remaining 7 per cent. mortgage indebtedness to the 
ameunt of $12,784,000, on which the annual interest for 
1882 will be $894,880; add contributions to sinking funds, 
$76,000, and interest on $3,216,000 new bonds at 5 per 
cent., being $160,800, we have a total of $1,131,680. 

‘* The net earnivgs for 1880 (notwithstanding the large ex- 
penditures for steel rails, etc., charged to operating expenses) 
were $1,256,709. * * * 

‘**The Committee have not undertaken to decide or to ex- 
press an opinion as to the «haracter of the preference stock, 
or whether the dividends on such stock are cumulative or 
not. That question cannot arise until there shall be a sur- 
plus of net earnings above what may be required to meet 
the current dividend on that stock. and doubtless it will then 
be subn.itted to the courts for judicial decision. It only re- 
mains for the stockholders to signify their assent to the plan 
now proposed for paying the debts of the company by cast- 
ing their votes in its favor at the proposed meeting to be 





held April 6 next, or by giving their proxies for that pur- 
pose. * * * The assent of two-thirds of the stockholders 
(in amount) is required in order to authorize the creation of 
the proposed debt and mortgage.” 


Old Colony.—This company has petitions before the 
Massachusetts Legislature for authority to consolidate with 
the Boston, Clinton, Fitchburg & New Bedford Company. 


Fall River Railroad. There is no opposition to either peti- 
tion. 

Penunsylvania.—The abattoir aud stovck-yard at Har- 
simus Cove, Jersey City, are to be removed to the west side 
of the Hackensack River, adjoining the Meadows freight 
yard and the hog slaughter-houses. The space now occupied 
oy the abattoir at Harsimus Cove is to be used for additional 
docks. 


Pittsburgh Coal Railroad.—This company has been 
incor, orated to build a railroad from the mouth of Street’s 
Run, near Pittsburgh, by Street’s Run and Lick Run to 
West Elizabeth on the Monongahela Run. The road will be 
14 miles long. The capital stock is to be $300,000: the 
corporators are: John F. Dravo, Simon Beymer, D. W. C. 
Carroll, George A. Kelly, J. McCreery, R. B. Brown, 
William Van Kirk, George Trautman, 8S. Griffith, A. N 
Sutton and William McCielland. 


Pittsburgh & Monongahela Valley.—This company 
has been incorporated to build a railroad from the mouth of 
Sawmill Run, on the Monongahela opposite Pittsburgh, by 
Castle Shannon and Lick Run to Finleyville. The capital 
stock is fixed at $150,000, 


Philadelphia & Reading.—A suit has been begun by 





through your proxies, the power to reject any propositious 





a stockholder against this company to compel the issue to 


whose property it now leases; also for authority to lease the | 
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him of $50,000 deferred income bonds, for which he sub- 
scribed, paying the first installment as required. It is said 
to be intended to be a test case, to bring directly before the 
Court the question of the legality of the deferred income 
bonds. 

The transfer of the company’s interest in the Jersey Shore, 
Pine Creek & Buffalo road to Mr. Vanderbilt has been com- 
sleted. 
The Receiver’s statement of cash account for November 
and December, as audited by the Master and reported to the 
Court, is as follows: 


Railroad Co. Coal & Iron Co, 
Cash, Nov. 1.... 99,798.31 


eer $591,583.83 








Receipts........ 2.862,082.23 430,782.55 
RE iid acto rnstskenbewes $3.453,.666.06 — $1.530,580.86 
Disbursements........ eeseeeees 2y776,538.89 1,514.534.60 





$16,046.26 


1,587 272.96 


Te eee $677,127.17 
Receipts for December...... . 2,937,216.10 





MOCMD cc occ cn cc cccccsscsce se QO OG3.27 §1,008,310.22 
Disbursements......... ........... 3,188,469.55 1,565,368.19 


Balance, Jan.1..... ........ $475,873.72 $37,951.08 
The amount carried as special deposit on account of the 
deferred income bonds is $277,568.68. 


Richmond & Allegheny.—A bill bas been intro- 
duced in the Virginia Legislature to authorize this company 
to consolidate its indebtedness under one mortgage and to 
execute such mortgage and issue such bonds as may be neces- 
sary for this purpose. 


Roswell.—Meetings are being held and stock subscrip- 
tions asked for the purpose of extending this road from 
Roswell, Ga., to Cumming, about eight miles. 


St. Louis, Harrisburg & Ohio River.—This company 
has filed articles of incorporation to build a railroad from 
Harrisburg, Saline County, Ill., southeast to Mineral City 
in Hardin County, about 30 miles, with a branch to Cy- 
press Junction, near Shawneetown. 


Southern Fast Mail Trains.—The Richmond (Va.) 
State says: ‘The fast mail which has been run between 
Washington and Atlanta, via the Virginia Midland, has 
been discontinued. Col. T. M. R. Talcott has issued a circu- 
cular setting forth the reasons for discontinuing the same. 
The compensation allowed by the Department was not sufti- 
cient to cover the actual expenses of the train, and as the 
schedule leaving New York at 4:35 a. m. rendered 
it of no service for through passengers, and it could 
make no stops for local travel, no additional rev- 
enue could be derived from passengers to supple- 
ment the mail pay and thus meet the expenses of the 
train. The schedule required by the Department was not a 
practicable one at all seasons and during all weather, and 
as the Department had given the railroad companies no- 
tice that the compensation would be withheld when the fast 
mail train failed to make the schedule prescribed the mail 
pay necessarily fell very far short of the expense, and par- 
ticularly in view of the fact that owing to the inahility of 
the Department to pay for the fast mail —_ between 
Washington and Toccoa, Ga., the train had to be run be- 
tween Toccoa and Atlanta wholly at the expense of the rail- 
road company. The fast mail between Washington and 
Savannah ria Richmond will be run as usual.” 


Southern Maryland.—Track is now reported laid to 
Mechanicsville, Md., 2!¢ miles beyond the late terminus at 
Charlotte Hall, and 20 miles from the junction with the 
Baltimore & Potomac at Brandywine. 


Southern Pacific.—The Auditor of the Northern Divi- 
sion (the 130 miles west of the Coast Range which are not 
worked by the Central Pacific, but by the company directly) 
reports the total freight shipped over the road and the 
amount received and forwarded at the San Francisco sta- 
tion to have been in the last two years, in tons : 

1881. 1880. 
267,981 


Increase. P.c. 

228,653 39,278 15.9 

...151,345 124.433 26.912 21.6 

i shipments..... 39,984 36.318 3,666 10.1 

All the warehouses on the road were full of freight await- 
ing transportation at the close of the yeur. 


Total froiaht.....25 ..s. 
San Francisco receipts. . . 


Tionesta Valley.—Track on this road is now laid and 
trains have begun to run regularly. The road is of 3 ft. 
gauge and 81¢ miles long, from Sheffield, Pa., on the Phila- 
delpbia & Erie, to Brookston. It has been built to reach the 
new Blue Jay oil district, and also makes an outlet for 
several large tanneries. 


Union Pacific.—The Oregon Short Line is reported 
graded for 70 miles from the main line at Granger, Wy., and 
track is laid for 64 miles. Grading is nearly finished fer 100 
miles more, and work has been begun on the iron bridge 
over Snake River at American Falls. The present intention 
is to finish the road through to Boisé City, Idaho, by next 
fall. Work has been begun also on a branch from Wood 
River, Idaho, to the Wood River and Jaw Tooth mining dis- 
tricts. 


Vicksburg & Meridian.—Notice is hereby given that 
the reorganization of this company is now complete, and the 
pew securities are ready for delivery upon the surrender of 
the Reorganization Committee’s certificates to the Farmers’ 
Loan & Trust Company in New York. 


Virginia Railroad Projects.—-Bills are before the 
Virginia Legislature to charter companies to build new rail- 
roads as follows: 

Allegheny Extension, to build from any point on the Rich- 
mond & Allegheny road to the West Virginia line; to have 
authority to ccnsolidate with the Richmond & Allegheny 
and with any company owning a connecting line in West 
Virginia. ; 

Petersburg & North Carolina, to build from Petersburg 
southwest through Dinwiddie, Brunswick and Mecklenburg 
counties to the North Carolina line, about 85 miles, 

Richmond d& Washington, to build from Richmond to 
Washington by way of Fredericksburg. The bill gives the 
company authority to lease or buy the Richmond, Freder- 
icksburg & Potomac road, provided the consent of its stock- 
holders can be obtained. 

Virginia & West Virginia, to buildfrom Alexandria west- 
ward to the West Virginia iine in Frederick or Shenandoah 
County, about 9U miles. The object is to connect with the 
West Virginia Central & Pittsburgh road. 


Washington & Ohio.—The Virginia Circuit Court 
last week granted the order for a resale of this road, the 
purchasers not having made good the check for $50,000 
which they gave in compliance with the conditions of the 
former sale. 


Wisconsin Central.—It is reported that this company 
is making preparations to build alive from Neenah, Wis., to 
Milwaukee by the most direct possible route, which will be 
between the Milwaukee & Northern and the Chicago & 
Northwestern’s Fond du Lac line. The construction of the 
proposed road probably Gepends upon the company’s ability 
to make a new lease of the Milwaukee & Northern road upon 
more favorable terms. 
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